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Operating Results for 1924 
Indicate a Good Year in 1925 


TATISTICS of electric railway operation in 1924, 

compiled by the American Electric Railway Associa- 
tion and made public this week, give much food for 
thought. The survey covered about 85 per cent of the 
gross business of the industry. The 370 companies in- 
cluded in the tabulation showed total operating revenues 
of $786,530,422, against $794,257,546 in 1923, a decrease 
of slightly less than 1 per cent. Far from being an 
unfavorable showing, this was better than might well 
have been anticipated in view of the industrial depres- 
sion that lasted the greater part of the year. In his 
analysis of the situation BE. J. Murphy, statistician of 
the association, compares the practically stationary 
traffic on the electric railways last year with a decrease 
in iron and steel production of 22.2 per cent, in auto- 
mobile production of 10.3 per cent and in the Federal 
Reserve Board index of production of 22 basic com- 
modities of 10 per cent. Even in the transportation 
business, freight car loadings fell off 2.6 per cent, and 
revenues of Class I steam railroads showed 5.9 per 
cent less gross. ; 

With electric railway traffic, particularly in the indus- 
trial regions, sensitive to changes in business condi- 
tions, the result is: quite remarkable. It shows in no 
uncertain manner the fundamental soundness of the 
industry and points the way clearly to an increase in 
business for the current year, with greatly improved 
business conditions. 

On the other side of the ledger, there was also a 
slight reduction. The 370 companies had operating ex- 
penses of $581,288,567, against $584,674,342 in 1923, or 
0.58 per cent less. This was not quite enough to offset 
the loss in revenue, as net operating revenue was 2.07 
per cent off from the 1923 figure. As there was 
very little change in the indexes of costs during the 
year, this would indicate slightly less efficient operation. 

With conditions for the first four months of this year 
at least as good as those of 1924, and no national 
political campaign approaching, it would appear that 
1925 bids fair to be the banner year of the electric rail- 
way industry. 


Certain Services Are 

Natural Monopolies 

HEN public utility companies advance the argu- 

ment that unnecessary duplication of service is 
an economic mistake, and that unregulated competition 
in these industries is wasteful, some people are prone to 
assert that this is merely selfish propaganda. As a 
matter of fact certain services are natural monopolies 
and can function most satisfactorily when free from 
competition. An example which proves the truth of this 
contention is the action of the government in forbidding 
private competition with the postal service. 

The United States government claims the sole right 

to carry letters and packets. Congress has passed laws 


imposing fines and imprisonment upon those who “shall 
establish any private express for the conveyance of let- 
ters or packets, or in any manner cause or provide for 
the conveyance of the same by regular trips or at stated 
periods, over any post route—or from any city, town, 
or place to any other city, town, or place between which 
the mail is regularly carried.” Clearly the purpose 
of this statute is to prevent private competition with 
the postal service. The constitutionality of the act has 
been upheld by the Supreme Court. The reasonable- 
ness of it commends itself to all thinking people. 
Intolerable confusion would result if three or four dif- 
ferent agencies were to undertake to do this work. 

The same argument has equal force in connection 
with other services such as water supply, telephones, 
or transportation. Competition means confusion and 
waste. Through public service commissions or other 
similar bodies, the people exercise control over the 
utility companies as closely as, or more closely than, 
they do over the post office. If the latter can give bet- 
ter service when protected from destructive competition, 
so also can the utility companies. This fact is becoming 
more and more widely recognized, but constant reitera- 
tion of it appears to be necessary to counteract the 
efforts of the demagogues and local politicians. 


Inflexible Operating Rules May Injure 
Electric Railway Service 


ESPITE the lack of compelling necessity, there is 
sometimes a tendency to hamper electric railway 
operation with absolutely iron-clad and inflexible rules. 
Certain minimum requirements must be insisted upon 
for the sake of safety. Beyond that point it is desirable 
that regulations be established to govern car operation 
under normal circumstances. Rules of the latter class 
are intended to insure the rendering of high-grade 
service to the public. Too rigid adherence to such rules, 
however, may injure the service instead of promoting it. 
When a request is received from some outside source 
to have a slight modification made in operating practice 
to accommodate a particular group of people, how often 
it happens that the management replies that such a 
thing cannot be done because it would be contrary to 
rules. By taking this attitude the railway loses friends 
and creates the impression that its service is incapable 
of meeting the needs of a particular situation. 

An instance of this sort of thing is the failure of 
many street railway companies to arrange connections 
between their cars and steam railroad trains. For a 
car to leave the local railroad station exactly on sched- 
ule time, when a minute delay would accommodate a 
considerable number of people alighting from a train, is 
the worst kind of salesmanship. Some railways, on the 
other hand, pay particular attention to this matter and 
try always to have cars available for passengers arriv- 
ing and departing by the steam railroads. In general, 
the direct financial return more than offsets whatever 
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cost may be involved and the increase in public good 
will is an additional advantage. 

Electric railways must, of course, be operated accord- 
ing to time tables. Generally speaking, the closer the 
adherence to schedule the better the service. But a 
schedule or any other operating regulation is a means 
to an end, not an end in itself. When these regulations 
assume a greater importance in the eyes of the man- 


agement than does the convenience of the public, the. 


railway is headed toward trouble. 


Small Cities, Too, Have 
Acute Traffic Problems 


NDER the changed conditions of recent years traffic 

congestion in communities of medium size has be- 
come a problem no less trying to the railways than it 
is to companies that operate in large cities. This was 
made plain in a recent commission investigation in a 
city of 130,000. The commission found little cause for 
complaint about the physical equipment of the local rail- 
way, but it did find a basis for complaint about ir- 
regularity of service. It agreed with the company that 
service is necessarily affected by the width of the 
streets, by interruptions caused by railroad and canal 
intersections and the character of the police regulations, 
all matters over which the railway management has no 
control. On the other hand, the commission did make 
certain constructive suggestions pertinent in the case 
under review, and all of them equally pertinent in the 
case of- other companies similarly situated. One of 
them was for a larger supervisory force, properly 
trained and with clearly defined duties. 

In particular the commission pointed out that inspec- 
tors should be clothed with authority sufficient to correct 
interruptions to headways and to prevent undue lay- 
overs at terminals. Furthermore, it suggested that the 
duties of these inspectors at heavy loading points should 
be broadened to include the making of change for pas- 
sengers pending the arrival of the cars. Moreover, it 
was suggested that at these heavy loading points the 
rear doors of the one-man cars be opened to permit 
passengers to enter upon payment of fare to the in- 
spector or to some other person vested with authority 
to collect fares. But that was not all. Fully cognizant 
of the trying conditions imposed upon the company 
from outside sources, the commission recommended to 
the City Commission further regulation of traffic by 
the elimination of parking on streets which it des- 
ignated and the diversion of traffic from streets on 
which trolleys are operated in so far as practicable. 

The significance of the survey of the commission lies 
in the constructive suggestions made both to the rail- 
way and to the city. It is not easy always to say what 
is best to be done in a particular case. The conduct of 
many companies in communities of moderate size has 
been arranged on a plan that contemplates doing the 
very things the commission pointed out as advisable in 
the case under review. ‘To them, of course, the com- 
mission’s suggestions do not apply. However, even in 
the incomplete form in which the matter has here been 
set down the commission’s suggestions do carry a valu- 
able lesson to other companies. After all, physical 
equipment, however well maintained, and men, however 
well trained, are inadequate of themselves fully to cope 
with any problem unless directed intelligently under a 
measure of individual responsibility intended to bring 
out on the part of each man involved the fullest meas- 
ure of service of which he is capable. 


4 


Preparations for 
Exceptional Crowds 


OTH electric and steam railways must on occasion 

handle exceptionally large passenger traffic to or 
from some event, usually an athletic contest or some 
kind of agricultural fair. On properties which have 
such events frequently, as in cities where the major 
baseball leagues play, the problem has become somewhat 
simplified because semi-permanent provision can be 
made to care for these large assemblages. In the 
college town where the great football game or baseball 
game is held, and in the county seat where the county 
fair occurs, on only one or, at most, a few days during 
the year, the problem is more complicated. The athletic 
field or fair ground is usually on the outskirts of the 
city and is served by only one route, so track capacity 


is limited. Rolling stock, feeder capacity and power, 


when designed for the average peak load of the year, 
also are limited, as is also the number of employees 
competent to operate equipment. 

The similar problem of the steam line was considered 
at a recent meeting of the Institute of Transport held 
in London, England. At that meeting various “axioms” 
were laid down. A number of them are so pertinent to 
similar conditions on electric lines here that, somewhat 
paraphrased, they will be repeated: 

Careful selection of a well-trained and experienced staff 
to handle the special traffic, preference being given to men 


who have done this work before and thus have become 
familiar with the requirements. 


The necessity for clear and concise instructions to the 
staff concerned as to the arrangements for the movement 
of this traffic so that misunderstanding and error may be 
avoided. 


Early and general advertisement of the special facilities, 
with clear directions to passengers, and adequate signs on 
the day of the event, so that confusion may be avoided. 


Keeping interference with ordinary traffic facilities to 
a minimum. Regular travelers generally take the view that 
it is unjust to inconvenience them for the sake of the 
pleasure seeker, even though most of these regular tray- 
elers become pleasure seekers sooner or later. 


Careful study of the various problems, so that the best 
use may be made of available facilities without having to 
incur the expense of providing costly plants for infre- 
quent use. 


Study of the traffic measures taken and the results ob- 
tained as soon as possible after the event, in order to apply 
the experience gained on future occasions. 


Close observation by responsible officers of the actual 
operation of traffic at strategic points, so that immediate 
action may be taken in the event of emergency. 


The closest possible co-operation between the railway 
and the organizers of events which produce large crowds, 
with a view to the removal of the usual difficulties. 


As a rule these extra heavy days are not particularly 
profitable, because of the added expense of one kind 
and another which is involved. Nevertheless, the 
prestige of the company in the local community is 
greatly enhanced when such service is given on occa- 
sions of this kind. Knowledge of this, with the satisfac- 
tion which always comes from work well done in con- 
nection with an important local event, will insure cordial 
co-operation on the part of the entire staff participating. 
The problem then is really one primarily for the man- 
agement... If the rules already mentioned had to be 
summarized in a few words, they would probably be 


_to know what to expect, then make ample preparations 


for it. This, in fact, is the secret of success in any, 
large undertaking. : ; 
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The Combined Bus and Interurban Stations Are Built of Cinder Concrete Block Trimmed in Brick and Stone. 


Wide Canopies Kxtend ; 


Over the Car and Bus Loading Platforms on Each Side, and the Roof Is Carried Back Approximately 120 Ft. from 
the Rear of the Building to Cover a Large Open Platform 


Interurban Passengers Transfer to Buses 
at Outlying Terminals 


The Detroit United Railway Has Begun the Use of Buses to Transport 
Its Interurban Passengers Between the Downtown Waiting Room and 
Suburban Terminals—Interurban Cars Which Were Formerly Tied Up in 
Slow-Moving City Traffic Are Released for Added Service Outside the City 


LECTRIC interurban cars for the long haul, 
| ee for the congested city run—that is an in- 
novation just started on a large scale by the 
Detroit United Railway. A new terminal project has 
been carried out, so that facilities are provided for the 
comfort and convenience of the company’s patrons. 
Buses are used to haul interurban passengers be- 
tween newly constructed outlying terminals and the 
present downtown interurban waiting room. The pas- 
sengers transferred between the interurban cars and 
the new buses are transported an average distance of 
5 miles to the present downtown interurban station. 
A saving in time of between ten and twenty minutes 
is made from the time required for the interurban cars 
to come in over the city tracks of the Detroit Depart- 
ment of Street Railways. To give an approximate idea 
of the magnitude of this undertaking, approximately 
10,000,000 passengers per year are transported into and 
out of the city over the va- 
rious divisions of the inter- 
urban property. 
As in most cities where 
interurban cars reach the 
_ business districts over street 
railway tracks, slow oper- 
ation due to interference of 
city cars and other vehic- 
ular traffic has presented a 


A Garage at Each Terminal Location Is Equipped with Shop 
Facilities and Underground Storage for Gasoline and Oil 


serious operating handicap and has been a source of 
considerable annoyance to passengers. For some time 
past the D. U. R. has considered the possibility of link- 
ing up its interurban service with the various rapid 
transit schemes proposed for Detroit. The present plan 
of utilizing buses to carry interurban passengers into 
the city is the outgrowth of this study. It was found 
that the slowness of the interurban schedule within the 
city caused many passengers to leave the interurban 
cars at the city limits and complete the journey to the 
downtown section by jitneys. 

The new bus service not only cuts down materially 
the time taken in reaching the center of the city, but 
it also results in a number of other operating ad- 
vantages and economies, including shortened car sched- 
ules and reduction of interruptions and delays from city 
traffic interferences. Interurban cars, operating over 
the street railway tracks, make an average speed of 
approximately 9 m.p.h. The 
average speed outside the 
city on the main divisions 
of the interurban system is 
approximately 36 m.p.h. 
During the maximum load 
period there were about 65 
interurban cars from the 
various divisions tied up 
in this slow-moving traffic 
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Floor Plan of the Garages, Showing Arrangement for Draining and 
Ventilating. The Shop and Storeroom Are Located 
at One Corner of the Building 


inside the city limits. By substituting buses inside the 
city approximately 50 of these cars ultimately will 
become available for additional interurban service. 
Operating at 36 m.p.h., they then will be approximately 
four times as useful as when moving at 9 m.p.h. inside 
the city. In addition to the improvement in service and 
the economies resulting from this better utilization of 
existing car equipment, a large part of the $500,000 
per year now paid to the city of Detroit as rental for 
operation of its interurban cars over the city tracks will 
also be saved. It is expected that the entire cost of bus 
operation will be absorbed by these economies and that 
the combined system will show a substantial surplus. 


Three new interurban-bus terminals are rapidly near- 
ing completion, and two of them have been put in sery- 
ice. Each terminal, in addition to the station building, 
includes storage tracks and inspection pits for inter- 
urban cars, together with a complete garage and ma- 
chine shop for storage, inspection and repair of buses. 
Underground tanks for gasoline and lubricating oil to- 
gether with a small inspection and wash building for 
interurban cars complete the layout at each terminal. 


THREE STATIONS PLACED OUTSIDE CONGESTED AREA 


These stations are located inside the city limits at 
points on the interurban routes, which are as close as 
possible to the downtown business area and are still 
outside of the area of heavy traffic congestion. Track 
connections to the various divisions are made either on 
interurban private right-of-way or on streets carrying 
what is known as class D tracks on which the D. U. R. 
has operating rights without payment of trackage 
charges to the city. This arrangement is the result of 
the surrender by the D. U. R. of unexpired franchise 
rights on outlying sections of track on certain streets 
at the time the street railway property was sold to the 
city. In return for the surrender of these unexpired 
outlying franchises, the D. U. R. was given operating 
rights over this track free of trackage charges. 

One station is located near Gratiot Avenue and the 
Detroit Terminal Railroad in the northeastern section 
of the city, approximately 54 miles from the downtown 
interurban waiting room. This station is on the Rapid 
Railway division of the D. U. R., which extends north- 
east from Detroit through Mount Clemens and Marine 
City to Port Huron. A second and similar station is 
in process of construction on Woodward Avenue op- 
posite the Highland Park plant of the Ford Motor Com- 
pany. This location is approximately 6 miles from the 
present downtown terminal and serves the Pontiac and 
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Pleasing Architectural Treatment of the Station Buildings Gives the Impression of High-Grade Service. 


Passengers Pass 


Directly Through the Building When Transferring Between Cars and Buses 


Flint divisions of the interurban. Still another is lo- 
cated on Fort Boulevard, approximately ? mile south of 
the blast furnaces at the Ford River Rouge plant. This 
station is about 6 miles from the downtown terminal 
and is on the D., M. & T. S. L. Railway division, leading 
south from Detroit to Toledo. At each of these loca- 
tions similar facilities are provided. 

The Gratiot terminal is typical of the others and 
is shown in the accompanying illustrations. It is lo- 
cated on a 214-acre tract. In addition to the building, 
it includes a garage 130 ft. x 160 ft., capable of 
housing 50 buses, together with a service shop, office 
and stock room. Underground gasoline storage tanks 
with a total capacity of 80,000 gal. and additional tanks 
to hold 12,000 gal. of lubricating oil have been installed. 
Switch tracks and storage tracks for interurban cars, 
open inspection pits and a 30-ft. x 100-ft. galvanized- 
iron inspection and wash building are provided. Space 
is also available for a future freight terminal on this 
property, whose convenient location relative to the De- 
troit Terminal Railroad makes it advantageous for de- 
veloping freight facilities at this point. 

It was considered advisable to erect high-grade sta- 
tion buildings of pleasing architecture and permanent 
construction in keeping with the high-grade service 
they render. ‘Particular care was taken in working 
out the plan to avoid makeshift facilities. The station 
building is constructed of cinder concrete block. 
trimmed in pressed brick and stone. It is finished on the 
outside in stucco and is painted in the interior. The 
roof is carried on structural steel girders which extend 
out over the walls to form wide canopies over the inter- 


urban loading-platform on one side of the building and 
the bus loading platform on the other side. At the 
front, a porte-cochére extends over a driveway conven- 
iently connected to the street for the use of private 
vehicles, taxicabs, etc. The roof is carried back ap- 
proximately 120 ft. from the rear end of the building to 
cover a large open platform. This construction is ar- 
ranged so that the building can be enlarged in the 
future without disturbing the roof. Provision is also 
made to allow the construction of glazed side walls at 
the eaves of the canopies if this ever becomes desirable. 

The interior of each station is arranged to allow the 
convenient interchange of passengers between cars and 
buses. In addition complete waiting room accommo- 
dations are included for passengers starting or termi- 
nating their journey at this point. Wide doors on each 
side of the building allow direct communication between 
the interurban and the bus platform so that passengers 
may move directly and quickly through the building 
from one vehicle to the other. Wire mesh partitions 
and gates are arranged to control the movement of 
passengers. In the interior of the station a women’s 
rest room and men’s smoking room are located in op- 
posite front corners. Wide stairways lead from each of 
these rooms to wash rooms and toilets below. Space for 
various concessions, such as cigar and news stand, lunch 
room, check room, shoe-shining stand, public telephones, 
candy and soda counter, is provided, and station type 
benches are installed for waiting passengers. 

It is expected that independent bus lines as well as 
the intercity buses recently acquired by the D. U. R. 
and operated independently of the interurban service 


Complete Accommodations for the Convenience of Passengers Are Provided in the New Stations 
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may ultimately utilize these stations as terminals. The 
track layout will permit the city cars of the Department 
of Street Railways of Detroit to be operated directly 
into the property for the convenience of passengers 
transferring between street cars and interurbans. 

A fioor plan and exterior view of the garage building 
are also shown in accompanying illustrations. Its 
dimensions are 130 ft. x 160 ft. Ample drainage 
facilities make it convenient to wash buses, and four 
inspection pits 4 ft. wide by 20 ft. long facilitate inspec- 
tion and maintenance. Wide glass areas in the building 
walls insure ample natural illumination, and 36-in. 
motor-driven exhaust fans installed at diagonally op- 
posite corners of the building are designed to keep the 
interior free of gas fumes. At one corner are located 
the office, store rooms and shop space, together with 
toilet and wash rooms. Donaldson & Meier of Detroit 
acted as architects for the station building, and the 
Austin Company, general engineer and builder, designed 
the garages and is doing the general construction work 
at the three terminals. : 

Room is available at each terminal to store private 
automobiles which may be driven to the terminal from 
their owners’ homes in the city. This is expected to 
encourage automobile owners to use the interurban, 
instead of driving their private cars considerable dis- 
tances out of Detroit because of the convenience which 
these cars afford in getting about within the city area. 

Besides the saving in time afforded by the use of 
buses between the new outlying terminals and the cen- 


a 


grade service. Forty of these buses have been pur- 
chased. It is expected that approximately 35 will be 
required to maintain the regular service, the remaining 
vehicles being used as spares. 

A cash fare of 10 cents is charged for the trip 
between the terminals and the center of the city. Inter- 
urban tickets are printed with a bus coupon attached. 
No passengers are handled locally within the city, al- 
though inbound buses drop passengers at any inter- 
mediate point and outbound buses pick up passengers 
for the outlying terminals. 

All phases of the terminal bus operation are handled 
by the People’s Motor Coach Company, a separate sub- 
sidiary organization which operates interurban buses 
to various points in the state and also handles the local 
service in Flint, Ann Arbor and Port Huron. 

Drivers for the Detroit terminal service have been 
transfered from train service on the D. U. R. These 
men wear distinctive bus uniforms and are specially 
trained for their new work. 


Yard Tracks Built for Hard Service 


URING the past year the Birmingham Electric 

Company rebuilt the special work at its main car- 
house and repair shop. Two new storage yards were 
added alongside the existing buildings. At the same 
time the carhouse at the eastern end of the city was 
abandoned and arrangements were made to operate all 
cars from a single station. This was particularly ad- 


All Special Work at the Entrance to the Main Carhouse of the Birmingham Electric Company 
Has Been Renewed, Using 7-In. 140-Lb. Guard Rail 


ter of the city, the flexibility of the buses is expected 
by the company to permit other innovations in opera- 
tion that will add to the convenience of the service. 
Since several buses will be required to handle the load 
on each interurban train, it is expected that these will 
be operated on various routes to and from the business 
section and the outlying stations. One or more of these 
buses will probably be operated on the most direct route, 
so as to make the trip in as short a time as possible. 
By having the remaining units take various other routes 
in reaching the downtown station, passengers may be 
enabled to reach their ultimate destinations in the most 
convenient manner. In addition, if it seems advisable, 
one may call at the important hotels for the convenience 
of traveling men and others using the interurban. 
Single-deck coaches of the “Z’’ type, manufactured by 
the Yellow Coach Manufacturing Company of Chicago, 
are used in this terminal service. A special long wheel- 
base of 228 in. permits a seating capacity of 29. The 
seats are leather upholstered, and the entire interior 
finish has been designed to carry out the idea of high- 


vantageous on account of the central location of the 
main shop and carhouse. 

In renewing the special work and constructing the 
two storage yards 7-in. 140-lb. A. E. R. E. A. guard rail 
was used throughout. Solid manganese switches with 
hard center frogs and mates were installed. In place 
of the ordinary bolted compromise joint between the 
special work and the straight rail, thermit welded joints 
were used. 

The general layout is divided into two sections with 
all tracks in each section being continuous loops. This 
was done to make all parts of the yard as accessible as 
possible. An interesting feature of the arrangement 
is that the roadway between the two principal sections 
has been paved with brick for a width of about 80 ft. 
To facilitate the replacement of a car on the rails in 
case of derailment all special work is paved regardless 
of whether the track is paved or not. Moreover, in this 
case the brick pavement is helpful to the railway itself 
for the use of trucks delivering material, buses entering 
the company’s garage, etc. 
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Rapid Transit Cars in Berlin 


Semi-Steel Cars for Elevated and Subway Service Have 
Monitor Roofs, Hand-Operated Double Sliding 
Doors and Linoleum-Covered Floors— 
Tunnels of Different Size Require 
Two Sizes of Cars 


HE standard type of car on the Berlin elevated 

and underground system is shown in the accom- 
panying illustrations. This Berlin rapid transit system 
consists of two divisions—the original line, roughly in 
the form of a Y, operating in a general easterly and 
westerly direction across the city, and a north and 
south division, recently opened. Both are owned by 


the. Gesellschaft fiir elektrische Hoch-und Untergrund- 
bahnen in Berlin, known briefly as the “Hochbahn 
Gesellschaft.” 

On the newer division, operating north and south, 
the clearances are somewhat greater and the curve 
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The cars are of semi-steel construction. The under- 
framing and side framing are of steel, and steel side 
panels are used. The roof, seats and inside trim are 
of wood, the roof being covered with canvas. The 
floor is made up by a layer of asbestos on sheet steel 
and an upper flooring of pine, tongued and grooved, 
then covered with one layer of linoleum. The windows 
have single sash and are arranged to be lowered about 
10 in. The end windows are oval shaped and also 
can be lowered about the same distance. Ventilation 
is obtained by means of these drop sash and by the 
deck sash in the monitor roof. : 

The third-class cars on the North-South Railway, 
as shown in the illustrations, have three doors on each 
side, each door opening having a clear width of 4 ft. 
22 in. The double doors at each opening are held 
together, when closed, by a latch, which may be released 
on the inside by a passenger or on the outside of the 
car by a trainman. The doors slide into pockets on 
each side of the doorway. The cars on the older divi- 


sit System 


ement, North-South Railway, Berlin Rapid Tran 


The cross marks show space allowed for standing passengers 


Semi-Steel Side-Entrance Motor Car, North-South Railway, Berlin Rapid Transit System 


radii longer. Hence somewhat longer and wider cars 
are used on this division. Otherwise, the appearance 
and construction features of the cars are alike. The 
main dimensions of the cars on the two divisions 
follow: 


DIMENSIONS OF CARS ON BERLIN RAPID TRANSIT SYSTEM 
Original - North-South 


System Railway 
Length over buffers.............. Seas SW 42 ft. 1 in. 43 ft. 2}in 
Height of empty car from top ofrailtotopofroof 10 ft. 53 in. 10 ft. 54 in 
Width outside of side panels................... 2 it. > ean 8 ft. 84 in 
Distance between truck centers................ 24 ft. 10 in. 26 ft. 23 in. 
Wheelbase of truck on motorcar............... 5 ft. 102 in 7 ft. 34 in 
‘Wheelbase of truck on trail car... /.2.2........2 S400. 205 28 6 ft. 6 in 


sion, which are somewhat shorter, as described, have 
two side doors instead of three. 

The third-class cars on both divisions are fitted with 
longitudinal side seats of wooden slats, veneered. In 
the second-class compartments the seats are up- 
holstered. In the car shown the seats are carried right 
up to the doorway, but in some recent cars, as described 
in the issue of Feb. 21, page 310, a space is left between 
the end of the seat and the door opening. The end door 
is for emergency use only, and in front of the door, 
as shown on the plan, is a folding seat. The stanchions 
and wooden horizontal rods for handholds, characteris- 
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Interior of Third-Class Car, North-South Railway, Berlin, 
Showing Seating Arrangement, Stanchions, Etc. 


tic of the cars on the Berlin Elevated Railway, are 
conspicuous in the interior view. 

The interior finish of the car is highly polished 
varnished natural oak. The upper deck ceiling con- 
tains no headlining; the carline and roof boards are 
painted white. The deck sash and framing are also 
painted white. Below the deck sill, however, a natural 
oak finish is used. The lower deck ceiling is paneled 
in oak, matching up with the inside trim and side 
panels. No advertising signs are carried in the in- 
terior of the car. 

Six lighting fixtures are mounted on the upper deck 
ceiling. These are equi-spaced down the center of the 
car. Each fixture consists of three lamps covered with 
a clear glass bowl. The wiring for these lights is 
carried in conduit along the outside of the car just 
above the deck sash, as shown in the exterior view. 
A small conduit placed alongside of a carline connects 
the main conduit with each lighting fixture. 

The plan shown is that of a motor car and has 
at one end a cab for the motorman on the right and 
one for the conductor of the train on the left, or the 
platform side, of the car. There is a door for entrance 
to each cab from the exterior as well as from the 
interior of the car, and there is a window between 
the two cabs so that the conductor can watch the motor- 
man. The motor car shown has a seating capacity of 
31 third-class passengers. With the end cabs removed, 
as on a trail car, the seating capacity would be 38. 
The space for standing passengers in the motor car 
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is estimated to be adequate for 82 passengers and in 
the trail car for 81 passengers. On both divisions the 
company operates two classes, second and third, but no 
first class. It also has smoking and non-smoking com- 
partments. 

Nickel steel axles are used with steel-tired wheels. 
Current is obtained from an under-running third rail 
shoe. Each motor truck carries two 85-kw. motors 
operating on 750 volts, d.c. The maximum speed is 
about 31 m.p.h. The cars are fitted with hand brakes 
and automatic air brakes. The latter are capable of 
being set by an automatic trip device in the track, 
in case a train runs past a signal. 


Milwaukee Holds Accident 


Reduction Race 


NEW form of contest is being conducted by the 

Milwaukee Electric Railway & Light Company in 
an effort to reduce accidents on its lines. In this plan 
each carhouse on the city system is assumed to be in 
a race, and the position of each of the divisions is 
shown by miniature cars on a large chart posted in 
each station. 

The position of’'each car along the line representing 
its track shows how many miles were operated by that 
division per accident for the month. The chart illus- 
trated is for the month of February and shows National 
station in the lead with a total of 2,873 car-miles oper- 
ated per accident. Kinnickinnic and West Allis are 


close contenders for second place, while Oakland and - 


Fond du Lac bring up the rear. Both these latter 
stations are shown to be below the average for the 
combined system. 

At the right is a table containing the records for 
previous months. The figures for the winning station 
are shown in heavy marking. For the month of Feb- 
ruary the average was 2,181 miles per accident as 
compared with 1,846 for January, a gain of more than 
18 per cent. 

A cup is awarded each month to the winning station 
in the race and remains in that station until one of the 
others gets into the leading position. In addition, ten 
prizes, consisting of articles of practical utility, such 
as caps, changers, electrical appliances for the home, 
etc., are awarded each month to the winning station 
and are distributed to the men by lot. 


ACCIDENT REDUCTION CONTEST 


AVERAGE CAR-MILES OPERATED PER ACCIDENT 
1925 


FEBRUARY 


QAKLAND 


RECORD OF PREVIOUS MONTHS 
OAKL. KK. NATL. WA. FOND. COMB. 


UAW. 1996 2085 2286 1937 1571 1846 
FEB. 20V8 2492 2873 2450 1932 2/6) 


4°R ‘The Position of Each 
MAY Station in the Mil- 
JUNE Waukee Accident 
July Reduction Race Is 
Avg. Shown by a Minia- 
ture Car. The 
Leader Is the Sta- 
tion Operating the 
DEC Greatest Number of 


Car-Miles per Acci- 
dent. Comparative 
Figures for Previous 
Months Are Shown 
at the Right. 


i 
i 
i 
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Railway Builds Concrete Trolley Poles 


in a Modern Plant 


United Railways & Electric Company of Baltimore Has Adopted the Rein- 
forced Pole as Standard Construction—Equipment Has Been Installed to 
Manufacture at the Rate of Ten Poles per Day—Steel Forms Are Used, 


By W. W. Wysor 


Chief Engineer United Railways & Electric Company, Baltimore, Md. 


Reinforcement Assembled and Ready to Be Placed in the Form 


Company of Baltimore has been using concrete trol- 

ley poles for the past twelve years. As they have 
sroved entirely satisfactory it was decided a year or 
wo ago to. adopt them as the company’s standard con- 
struction. Prior to 1924 concrete poles were manufac- 
sured by this company from time’ to time in an open 
yard, using wood forms. Not more than 100 poles were 
nade in any single lot. While fairly satisfactory poles 
ould be made in this way it was realized by the man- 
uzement that better facilities would be desirable if the 
soles were to be manufactured in larger numbers. 
A new plant for this purpose was completed and put 
n operation in the fall of 1924. 

The plant consists of three main parts—a molding 
shed, a mixer shed and a storage yard. The molding 
shed is 160 ft. by 30 ft. and protects the workmen as 
vell as the freshly-made poles from the weather. A 
nixer shed 80 ft. by 12 ft. 6 in. accommodates the 
nixing apparatus and provides storage room for cement, 
te. Completed poles are piled in a storage yard con- 
ected with the molding shed by an overhead runway. 


[: A LIMITED way the United Railways & Electric 


Reinforcement for the poles is provided by fourteen 
#-in. round steel rods. Of these four are 29 ft. 8 in. 
long, four are 23 ft. 6 in., four are 17 ft., and two are 
12 ft. The poles themselves are nominally 30 ft. in 
length, although the actual over-all dimension is 30 ft. 
3% in., including the pointed top. Reinforcing rods are 
held accurately in place by ten sets of short plates or 
strips punched with holes to receive the rods. These 
strips form rectangles of such size that the centers of 
the rods are 14 in. from the outer face of the concrete. 
The rods are assembled in cage form on a special work- 
bench at one end of the molding shed. The appearance 
of a completed cage is shown at the top of this page. 

On account of warping, cracking, etc., the wood forms 
used in the old process of making concrete poles in 
Baltimore frequently got badly out of shape and had 
to be replaced. For this reason steel forms are used 
in the new plant. There are 30 permanent beds and 
twenty sets of forms. Each bed is a tapered steel plate 
permanently secured to a concrete foundation. This 
shapes one side of the pole. The sides are formed by 
two steel channel plates clamped securely in position. 
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Lowering the Reinforcement into Position in the Form 


Triangular hardwood strips are fastened to the side 
forms by screws to chamfer the edges of the pole. 
Tops and bottoms of the poles are formed by cast-iron 
plates inserted between the side channels. The pyra- 
midal form of the top of the pole is molded by the 
cast-iron end piece. Reinforcement, is suspended by 
wire from wood crosspieces. The appearance of a form 
set up and ready for concrete is shown above. 

A concrete mixture of 1-2-3 is used. The aggregate 
is #-in. to ?-in. mixed gravel. In the old process con- 
crete was mixed by hand, but in the new plant a 
Ransome mixer is mounted opposite the center of the 
molding shed and at a suitable elevation for discharging 
into a bucket. The mixer is loaded by means of a 


Molding shed 
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__&~ Overhead traveller for concrete carrier 


yoverhead track for handling finished poles 


Service track 
ea AS EE dy 
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Form Set Up Ready for Concrete to Be Poured 


skip hoist. Sand and gravel are accurately measured |) 
in boxes specially constructed for this purpose and ~ 
mounted on wheelbarrow frames. <A concrete bucket 
which receives the concrete from the mixer is handled 
on a bucket runway extending the full length of the © 
molding shed on both sides. This is entirely separate | 
from the runway for the electric hoist which handles | 
reinforcing rods, steel forms, completed poles, etc. The 
concrete mixing apparatus is shown below. 

Procedure in casting the poles is as follows: 
Sets of steel side forms are set up in place. Reinfore- 
ing rods which have been assembled at the workbench 
referred to in a preceding paragraph are brought over 
by means of an electric hoist and lowered into position. 


Storage for poles 


ae 
Fence line 


Layout of Concrete Pole Plant of the United Railways & Electric Company of Baltimore 


Concrete Mixer Is Located in a Separate Shed Alongside 
the Molding Shed 


—— nd ~A—*- 


Discharging Side of Concrete Mixer and Bucket 
Used for Filling Forms 
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After Three or Four Days Hardening Poles Are Rolled Off the 
Steel Beds onto Sand Beds Alongside 


“his process is shown in an illustration on the 
mreceding page. Concrete is then poured into the 
orms and thoroughly worked into place around the 
‘einforcing rods. Particular care is taken to see that 
il voids are thoroughly filled. The top surface is 
roweled off to a smooth finish. 

After the poles have hardened for a period of 24 
iours the side forms are removed and set in place on 
che ten other beds. When the hardening process has 
continued for three or four days the poles are rolled 
ff the steel beds onto sand beds immediately alongside. 
The method of removing the forms and the sand beds 
ym which the poles rest during the hardening are shown 
n the illustrations above. This frees the forms for the 
making of other poles. 

After the poles have hardened for a period of ten 
days or more, depending somewhat on the weather, they 
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¥ 
A Special Spreader Has Been Arranged for Carrying the Poles 


Electric Hoist Ready to Pick Up a Finished Pole and Carry 
It to the Storage Yard 


are picked up by the electric hoist and carried to the 
storage yard. This hoist is equipped with a special 
spreader which spaces the lifting hooks some distance 
apart and gives greater stability. The runway for the 
electric hoist goes on out to the end of the storage yard. 
Alongside this yard is a railway track to accommodate 
the flat cars used for transporting poles to the locations 
where they are needed. This track is used also for 
bringing in cement, sand, gravel, etc., for the mixer. 
The general arrangement of tracks and sheds and stor- 
age yards is shown in an accompanying sketch. 

When the plant is in operation ten poles are made 
at a time. As the forms are removed at the end of 
24 hours and used on another set of beds, this gives 
a capacity of ten poles a day. The force of men re- 
quired is small and the operations are practically con- 
tinuous with no waiting for the release of forms. 
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Trackless Trolley Expansion 
in the Far East 


Tramways of Singapore Are Being Replaced with 
Trolley Buses, Which Are Also Used for Exten- 
sions in Shanghai by Same Management 


HE whole of the tramway system of Singapore, 

Malay Peninsula, is to be superseded by electric 
trolley buses. This will form the largest installation 
of this form of traction yet in existence, according to 
an article in the Tramway and Railway World. The 
tramway routes are 15? miles long. It is proposed to 
extend the trackless cars over 34 miles of additional 
route, giving a total of 19 miles. As the tramway 
tracks were in very poor condition, it was deemed 


advisable to adopt the trackless trolley rather than go. 


to the expense of renewing the track. 

Early in 1922 the Singapore Electric Tramways, 
Ltd., was in financial difficulties and only about 10 per 
cent of the tramcars were available for service. A 
receiver was appointed and arrangements were made 
with the Shanghai Electric Construction Company, Ltd., 
to finance, rehabilitate and reorganize the undertaking. 
This task was carried out with great rapidity and effi- 
ciency. A complete change of policy was made, fares 
were drastically cut and the service and speed in- 
creased. From losing at the rate of about £50,000 
per year the company soon showed a gain. 

The ordinance authorizing the adoption of trackless 
trolleys in Singapore provides that within a year the 
Shanghai company shall transfer the undertaking to a 
new company to be called the Singapore Traction Com- 
pany, Ltd. The company is to pay half the cost of 
reconstruction of roads and may operate trolley buses, 
with or without one trailer to each, on 32 different 
routes and on any other route in Singapore after the 
approval in writing of the authority within whose dis- 
trict the route is located. Motor buses may also be run 
on any trolley route with the approval of the authority; 
also freight cars, either trolley or motor and with or 
without one trailer. 

The construction and dimensions of the cars are sub- 
ject to the approval of the local authority, but no car 
may be used which when fully loaded exceeds 8 tons on 
two axles. The accompanying illustration shows one 
of the new passenger cars, which is divided into first 
and second class compartments. 


COMPETITION NOT RESTRICTED 


The commissioners agreed to refrain from competi- 
tive services on roads served adequately by the com- 
pany. They refused, however, to undertake to restrain 
other competitors by restricting licenses, but as the 
committee thought it would be unfair to subject the 
company to competition from buses bearing lighter 
taxes it was agreed that if the total sum payable to 
the commissioners by any company or person oper- 
ating competitive public vehicles was less than the 
taxes paid by the company, the taxation would be in- 
creased for such competitors. 

The Singapore Traction Company has a capital stock 
of £400,000, divided into 200,000 preferred and 200,000 
common shares at £1 each. The receiver of the old 
company is to be allotted 200,000 preferred and 167,000 
common shares, to be appropriated in various amounts 
to shareholders and creditors of the old company. 


The new company will be managed by the Shanghai ~ 
company under a management agreement. The cost © 
of management is to be borne by the new company, — 
and the Shanghai company is to receive 50 per cent © 
per year of the net profits of the new company after — 
providing for depreciation, interest, sinking fund and © 
any reserves approved by the Shanghai company, but — 
before charging any British taxation. 


SHANGHAI SYSTEM A GOOD EARNER 


The tramway system in Shanghai is also operated © 
by the Shanghai Electric Construction Company, Ltd., 
which operates the Singapore system. It is said to be 
proportionally the most remunerative tramway system 
in the world. When the tramway was opened to traffic 
in 1908 the total population of the foreign settlement 
was about 490,000. It is now about 835,000, which is | 
an increase of 70 per cent as against an increase of | 
only 7 per cent in the length of tramway route. Pas-— 
sengers carried have increased from 11,750,000 in 1909 | 
to about 140,000,000 in 1924. The rolling stock con- | 
sists of 90 motor cars, 90 trailers and fourteen track- | 


Trolley Buses in Shanghai Have to Be Reversed on a Turn Table 
on Account of the Narrowness of the Street 


less trolley buses. Each car runs about 30,000 miles per | 
year. The profit has increased from $47,736 (Mexican) © 
in 1909 to more than $1,100,000 (Mexican) in 1924, } 
despite the increase in the depreciation of copper coin-— 
age from under 15 per cent in 1909 to over 47 per cent | 
in 1924. 
Upon approval from the Council the company may | 
substitute trackless trolleys on any tramway route. In 
1915 the company introduced trackless trolleys on a> 
busy route 0.7 mile long. Further extensions in 1924 — 
brought the total length of the trackless trolley routes | 
up to 2.2 miles. Owing to the narrow streets the rail 
system could not be extended to any great extent, and | 
it is thought that the trackless trolley system is the | 
form of traction most suitable for Shanghai under 
the conditions prevailing there. 
An agreement was entered into last year with the 
Municipal Council for 48/28 miles of trackless trolley | 
extensions and 4.26 miles additional tramway construc- | 
tion. The company has also planned a system of elec- | 
tric ferries to carry trackless trolley passenger buses i 
and freight cars across the river. i 
The Municipal Council recently granted licenses to | 
an outside company to run gasoline buses. Some of | 
these are expected to compete with the tramways and 
trolley buses, and it is said that they have been granted — 
more favorable terms by the municipality than have 
been allowed the Shanghai company. \ 
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New Atlanta Cars Have Unusual Features 


Special Rack and Lever Mechanism Is Used for Raising Windows— 
Sliding Doors Consist of Three Hinged Panels— 
Total Weight Is About 35,000 Lb. 


Three-Panel Sliding Doors and Window Guards Fastened to the Lower Sash Are Features 
of New Cars Recently Put in Service in Atlanta 


nance abolishing jitneys in Atlanta, the Georgia 

Railway & Power Company placed in operation 
twenty new cars as a step toward improving the local 
transportation system. These cars were built by the 
Cincinnati Car Company and differ in many respects 
from others heretofore operated in Atlanta. In an 
effort to provide passenger comfort as well as utility 
and economy in operation several novel features were 
included in the design. 

The over-all length of the new car is 46 ft. 2 in. 
This is 18 in. longer than the largest cars now in use. 
The ends of the vestibule are well rounded and the 
Same curve is continued back to the body corner posts. 
A pleasing effect of symmetry is thus secured and also 
the same clearance on curves as is now obtained with 
shorter cars. The appearance of the new car is fur- 
ther enhanced by a reduction in body height between 
the stills and the roof and also by the use of small 
diameter wheels. 

An attractive feature from the point of view of the 
passenger is the arrangement of windows and guards. 
The upper sash is stationary, while the lower sash is 
raised by means of a special rack and lever mechanism, 
enabling the passenger to open or close the window 
easily. Guards are an integral part of the sash, being 
connected to the bottom rail. When the window is 


(UJ 2snee stots with the recent passage of an ordi- 


closed slide into pockets, giving unobstructed vision 
and also facilitating window washing. When the win- 
dow is raised the guards move into position auto- 
matically. 


SLIDING DOORS PREFERRED BECAUSE 
OF NARROW STREETS 


Another unusual feature of these cars is the type of 
sliding door used. This is made in three panels, fast- 
ened together with continuous rod hinges. It is ex- 
pected that this hinge design will prevent the warping 
and binding which sometimes occur with wide sliding 
doors. The vestibule door opening is 50 in. wide. Sta- 
tionary steps are used and the bottoms of the doors 
are equipped with aluminum guards which cover and 
protect the step wells when the doors are closed. 

With a view to preventing accidents, sliding doors 
were adopted for the new cars instead of the type of 
folding door previously used. On account of the nar- 
rowness of many of the streets in Atlanta there is like- 
lihood of an outside folding door catching in automobiles 
and other vehicles. Experience with the new sliding 
door has so far proved entirely satisfactory. 

Platforms, steps and the adjacent street are brightly 
lighted by groups of five lamps placed over each ves- 
tibule door. These burn only when the doors are open. 
This arrangement not only prevents danger of accidents 
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Windows Are Raised and Lowered by a Rack 
and Lever Mechanism F 


to passengers boarding and alighting but also serves as 
an indication to approaching vehicles that the car has 
stopped. 


REASONS FOR RETURN TO MONITOR ROOF 


Although the last several lots of cars purchased by 
the Georgia Railway & Power Company were equipped 
with arched roofs a reversion to the monitor type was 
made in the new cars. This was done for two reasons. 
In the first place, the management believes that better 
ventilation is secured with a monitor roof. In the 
second place, it is thought that an arched roof acts to 
some extent as a-sounding board and echoes inside the 
car body the various noises of operation. 

Exterior painting is olive green trimmed with white. 
Special pressed steel bumpers, as shown in an accom- 
panying illustration, add to the rounded appearance of 
the vestibules. Inside the body is finished in cherry, 
stained and rubbed down to a soft natural shade. 
Brown battleship linoleum is used on the floor, except 
in the aisle, which has wood wear strips. Uninter- 
rupted passage from the platform to the car body is 
obtained by the elimination of closed bulkheads. 

Pockets for the sliding doors extend in toward 
the center of the car a distance equal to the width of 


Steel Semi-Bulkheads Extend into the Car a Distance Equal 
to the Width of Longitudinal Seat 
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the longitudinal corner seats. This arrangement may 
be seen in an accompanying illustration. 

Seating capacity is provided for 48 passengers. 
Seats are of wood, rattan covered. They are 34 in. 
wide and are spaced 294 in. apart. The aisle is 24+ in. 
Artificial lighting is by two rows of electric lamps 
directly over the seats. This position for the lights is 
preferred because no shadows are cast on a passenger’s: 
newspaper. Twelve electric panel heaters have been 
installed. These are arranged to maintain a constant 
temperature of 56 deg. 

Entrance and exit are facilitated by the use of 
small wheels and low steps. The wheel diameter is 
26 in. From the rail to the first step is 154 in. and 
from there to the platform 144 in. A 384-in. ramp has 
been made in the car floor. Height from rail to the 
underside of the sill is 28%. in. Inside height from the 
floor to headlining is 7 ft. 112 in. 

Electrical equipment consists of four General Electric 
type 265-A motors and double-end K-35JJ control. A 
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PRINCIPAL WEIGHTS AND DIMENSIONS 
OF NEW ATLANTA CARS 


Weights: d 
OY da 00th MEA nA EEC US TOA OO AO ai ao ora cs 16,695 Ib. 
TPPUCKS, se oveidnaie. sig beteyauste cots. netebetel ahete ae tetokaboyesete ae cnen ane 4 9,360 lb. 
MEOLOLS. <<: slic, venclv eh alnjlols enenn lay ee Mrehane ia he RRI ane) cee taeaee eter anes 6,340 lb, — 
Blectrical equipment .. .-.'. Hho cueaiepneisiel vate iene ieee 1,120 lb. @ 


Air brake equipment 1,485 Ib. 


Total <0. sve sce ate strap uiat alin Ghelicbaret one ape tee eae comers ae 35,000 Ib, | 
aength overralloyeriisrake ocxe wis vollye cute reteteasiimibatsiereteietertare 46ft. 2 ini 
Length over \dashersoi.j.jcc. cctetcntns screen ere 45 ft. 4. ing 
Beneth -Of DOGG soe ckecavevelisietareds eral cuenes on eile tal ards OMe Eee owen eS 33 ft, 2 in. 
Wength of platforms (ii. fs wracceate chstete sate ale taeetcln alesee 6ft. 1 << 
Length truck vcenters\.... ema nhs aes ee 20ft. 6 in 
Truck wheelbase a aylsry cys tiel oie si anate senate a ee 5 ft. 0 ingg 
Height rail to top of. trolley board... .. 02. 5...0.5-5 11 ft. 2}3 in. | 
AVC eI Aaa ocomid tattogubooo cas oamoue 8 ft. 3§ in} 
Width at sidersiIy so els viscsl.te tie ceeds en eRe ere elena Sift. 1 <img 
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line breaker is located underneath the car floor. The | 
weight of the electrical equipment is 1,120 lb. and the 
four motors 6,340 lb. The total weight of the entire 
car is 35,000 lb. | 

Weights and dimensions are given in the accompany-_ 
ing table. A few minor variations exist between the 
dimensions of the finished car and the specifications © 
published in ELECTRIC RAILWAY JOURNAL March 28. At. 
that time a list of equipment used on the cars was 
given. i 


Artificial lumination Is Provided by Two Rows of Electric } 
Lights Directly Over the Seats ¥ j 


——————— 
| The Readers Forum 


Welding and Boring Cost Less than 
New Bearings 


April 29, 1925. 

o the Editor: 

I have read with a great deal of interest your 
jitorial entitled “Repair Equipment Parts Before 
xcessive Wear Occurs.” Your paper has also published 

number of exceedingly interesting articles along these 
ame lines in regard to methods pursued by the dif- 
2rent railroads in connection with bearings, housings, 
xle caps and motor frames. Is it not about time to 
mphasize more strongly the importance of welding and 
oring? It is possible to point out from actual figures 
he low cost of this work so that a certain standard 
an be followed by the railroads in general, as very 
ften the master mechanic of a smaller property is 
ble to have his manager ‘approve expenses if these are 
long the lines of standardization as adopted by the 
sociation or the largest railroads. 

In my opinion many master mechanics would be sur- 
rised to learn how cheaply welding and boring can be 
lone if they would look into the matter carefully. In 
act, I know of a number of roads that have bored 
everal thousand motors. Figures from these companies 
how that the welding and boring does not cost as much 
is one set of new bearings, four in number. Shimming 
should not be referred to as poor shop practice, or as 
10 longer necessary; it should be outlawed and never 
should have existed, for reasons readily appreciated if 
1 mechanical man gives serious consideration to them. 
Why is it the railways always can find enough money to 
durchase new bearings which are put in old frames 
Ir heads and quickly ruined, and cannot find sufficient 
money to weld and bore? 

Although some railways keep a record of the pres- 
sure necessary to insert bearings in the armature heads 
and check the clearance between gears and pinions after 
bearings are worn, still few follow up the matter so 
as to obtain beneficial results. 

AN EX-MASTER MECHANIC. 


Age-Life Method of Valuation 
Deals with Averages 


MINNEAPOLIS, MINN., April 8, 1925. 
To the Editor: 

Your editorial of April 4 commenting on the three 
recent valuation decisions in Denver, Duluth and the 
Twin Cities ends by hoping that they will “establish 
additional precedents leading to more accurate state- 
ments by consultants of this class,” referring to the 
cities’ consultants. 

, As one of the bases for criticism you refer to the 
treatment of track by the consultant for the city of 
Denver, stating that the value of some of it “was listed 
as less than zero, and subtracted from the total of the 
remaining property.” This, of course, is not true. 

Briefly, the situation was this. The city used, as a 
basis for its calculation of accrued depreciation on 
the age-life method, a certain life for all track in the 
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city. It so happened that there were a number. of 
instances of lightly used track where the age had 
exceeded this average estimated life, which of course 
is a situation always to be expected when averages are 
used. The company’s expert, in his jealous desire to 
pick flaws in the city’s case, capitalized this to the 
extent of presenting an elaborate exhibit showing that 
these particular stretches of track, if calculated sepa- 
rately on the basis of their individual ages and the 
average life assured for all track, would then stand in 
the city’s appraisal at a depreciated value less than zero. 
The futility of this exhibit was immediately noted by 
the master hearing the case, who stated that if the life 
used was correct, an exhibit showing cases where the 
condition calculated on this basis was too high could 
just as effectually be set up. 

This defect in the city’s case, if it was defect, is 
inherent in every instance where averages have ever 
been taken as a basis for any calculation. Similar 
criticism could be made of both the city’s and the 
company’s appraisals of track in the matter of unit 
costs, as in each appraisal the same average unit costs 
per track foot for the same type of track were used 
whether the track was located in the congested down- 
town section or the outlying sections of the city, where 
the labor cost of installing would be considerably less. 

The reference to “more accurate statements” is well 
taken, but, as is often the case, should be applied both 


ways. H. S. LANGLAND, 
Engineer. 


New Interstate Commerce Statistics 


TATISTICS of the interstate railways of the United 

States for the year ended Dec. 31, 1923, have just 
been made public by the Interstate Commerce Com- 
mission. Some of the more significant follow: 


STATISTICS FOR 1923, 
INTERSTATE COMMERCE COMMISSION 


Miles of track owned by Class I companies.............. 278,915 
Miles of track operated by Class I companies............ 385,855 
Number of steam locomotives in service Dec. 31, 1923, all 
companies 
Number of electric locomotives in service Dec, 31, 19238, 


AIPA COMPATISSy ieee cpa ele ale teeta lata oke ciatstielia a: visianaihjstareieva Wleseiprs 409 
Number of freight cars in service Dec. 31, 1923, all com- 

PvIRLO Se chat f Ma ctesseta eras hac eh Gaei arent cosia\ia? ei eucat ale (ajc foe, eve. ef alisvelerests 2,410,007 
Number of passenger cars in service Dec, 31, 1923, all 

Clee ay ape at CIS i eR OL OISe a BIE Coad CG ho G SIC OMIOD 6 Lue CIIo 57,159 
Number of company service equipment in service Dec. 

ST 1923. Bll COMPAR IONS vie ovw s'ena era ala eles iele’nin scate le whe Celanese 112,426 
Number of passengers carried, all companies.......- 1,008,537,863 
Number of passenger-miles, all companies......... 35,294,178,000 
Number of passenger train-miles, all companies....... 573,938,043 


Number of passenger train car-miles, all companies. .3,616,342,000 
Average journey per passenger in mileS........-...+eeee000s STR 


Bill for Railway Policemen Disapproved 


OVERNOR SMITH on April 23 vetoed the Thayer 

bill amending Section 88 of the railroad law, author- 
izing superintendent of state police to appoint railway 
policemen on request of express companies and electric 
railways. This measure was strongly opposed by the 
State Federation of Labor and the railway workers. It 
-was requested by the American Railway Express 
Company. 

The Governor approved as Chapter 684 of the Laws of 
1925 the Nicoll bill amending the New York City rapid 
transit act authorizing the sale of magazines, books, 
flowers and confectionery and the advertisement thereof . 
in subways. 
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Rail Welding the Topic at 
American Welding Society Meeting 


Symposium by Electric Railway Engineers Is Devoted to Discussion of 
Methods in Use on Various Properties—New Officers Elected 


LECTRIC railway subjects featured 

the annual meeting of the Ameri- 
can Welding Society, held in the Engi- 
neering Societies Building, New York 
City, April 22 to 24. The morning of 
Wednesday was devoted to meetings 
of the resistance welding and gas weld- 
ing committees. In the afternoon the 
electric arc welding committee met and 
in the evening the educational commit- 
tee discussed plans and ways and means 
for carrying them out. 

On Thursday morning the annual 
business meeting was held. It included 
the usual reports and the announce- 
ment of the election of officers, as fol- 
lows: A. G. Oehler, New York, presi- 
dent; George Bird, Atlanta, and C. S. 
Smith, San Francisco, vice-presidents; 
James Burke, Erie; Joseph Meadow- 
croft, Philadelphia; S. W. Miller, New 
York, and H. A. Woofter, Lynn, Mass., 
directors-at-large. 

The fourth annual dinner of the 
society was staged at the Park Avenue 
Hotel Thursday evening and was at- 
tended by more than 100 members and 
guests. T. A. Wry of the General 
Electric Company, vice-president of the 
society, acted as toastmaster. 

Friday, from 9:30 o’clock in the morn- 
ing until 2 o’clock in the afternoon, 
was given over to the technical session 
of the meeting. It consisted of a sym- 
posium on two subjects, “Methods of 
Inspecting Welds” and “Testing the 
Skill of Operators.” Short papers were 
offered by about 30 experts in the 
different branches of welding. Ab- 
stracts of some of those relating to 
welding of rail joints follow: 


Rail Joint Welding 


on Eastern Massachusetts 


By FRANK B. WALKER 
Chief Engineer Eastern Massachusetts 
Street Railway 
HIS discussion only treats of twe 
points, namely: 
1. Training of welders. 
2. Inspection of finished work. 
Whatever measure of success we have 
had with the metallic are process of 
welding has been due to what we are 
pleased to call the development of the 
technique of welding. When we began 
this process, in 1921, ‘we hired an ex- 
ceptionally good welder to act as a 
welding instructor and began the train- 
ing of picked, green men. 
Due to the volume of work and the 
press of time, we also hired experienced 
welders, whenever possible. However, 


probably 90 per cent of all our men 
were trained by our own instructor and 
were invariably better men than the 
so-called “experienced men’? who came 
looking for positions. 

In pickine the applicant for training, 
we were particular that he be young, 
or at least not so old but that he was 
still mentally and physically flexible. 
was in good physical condition, possess- 
ing both hands and feet, as well as good 
eyesight and hearing. 

The trainee was first taught the dif- 
ference between the two general types 
of welding machines, i.e., resistance and 
motor generator or dynamotor type, 
the class of work done by each and 
why; the polarity of the welding arc 
of each type, and in the case of the 
motor-generator machine, how to 
change the polarity of the arc. 

He was also taught the rudiments of 
the care and operation of the two types 
of machines, paying attention to the 
importance of cleanliness and lubrica- 
tion, and with due emphasis on the fact 
that in starting a machine correctly the 
last thing done is to apply the power, 
while in stopping a machine the first 
thing that should be done is to shut off 
the power. 

In addition to the above, the oper- 
ator was continually importuned to de- 
velop (if he did not already possess it) 
a sense of pride in the appearance and 
quality of the work he was doing as 
well as the appearance and condition of 
the machine he was working with, and 
last but not least a sense of respon- 
sibility for “safety first” as it applied 
to himself, the workmen busy around 
him and the public at large. 

When it came to the actual handling 
of the electric are, the two essentials of 
metallic are welding, viz.: absolute 
cleanliness of all welding surfaces and 
the use of a short arc, were continually 
emphasized and held up before the op- 
erator, as the observance, or lack of 
observance of these two points, spell 
success or failure in this type of 
welding. 

For our type of work the actual train- 
ing of the men consisted of intensive 
training in a few simple exercises, as 
for example: 

1. Striking the are without sticking 
the electrode and breaking the are with- 
out causing a deep, spongy, oxidized 
crater. 

2. Welding parallel beads in a flat 
position. 

3. Filling in the space between par- 
allel beads by depositing a half-moon 
bead. We do not allow the use of the 
straight or “inch-for-inch’”’ bead. 


eee 
Association News & Discussions 


4. Building up a pad of metal 3 in. 
x 6 in. x 1 in. in height in the flat- 
position. 

After the trainee became proficient 
in the above exercises, he repeated them 
on a flat plate, in the vertical position. 

The last step was a repetition of 
these exercises on a flat plate in a 
straight overhead position. | 

The trainee was shown by observing — 
the shape and color of resulting beads 
whether or not his arc was of proper 
length and whether the voltage or 
current gave the correct heat. r 

Our system of inspection as finally ” 
developed practically made certain that 
every operator’s work was under .con-— 
tinuous inspection. 

In the first place each welder wagl 
supplied with a stencil number which he © 
stamped on each joint welded. These 
numbers were, of course, recorded so : 
that any one interested could tell imme-— 
diately the operator doing the work. 
This practice gave the operator a sense 
of responsibility and had a tendency to 
do away with carelessness on his part. — 

To further check up the operator’s — 
work it is our practice for the foreman 
in charge of the track job to test out 
at least one joint of each operator’s 
day’s work, the usual practice being to 
inspect all the joints, picking out those 
which are at all questionable, so far as 
appearances are concerned, and then 
trying to break them off by means of a_ 
hammer and wedge. 

Then, of course, there was the con- 
tinual inspection by the welding engi- 
neer and welding instructor. These men 
were in communication every day, and 
arranged that between them all weld- 
ing jobs were covered by one or the 
other every three or four days. This 
work being scattered over 640 miles of 
track, it required 50,000 miles of travel- 
ing a year on the part of these men. i 

In addition, a winter track school was © 
held, which was attended by all engi-— 
neers, managers, superintendents, road- 
masters and track foremen. Among 
other subjects, track welding and bond-— 
ing were thoroughly discussed by means 
of an illustrated talk. The various im-- 
portant points, such as the absolute 
necessity of clean welding surfaces and 
the use of a short arc, were illustrated 
with lantern slides, showing the appear-— 
ance and quality of the finished work, 
using the short are and also using a 
long ‘are. The distinguishing marks 
being very definite, that once learned, 
our supervisory force did not need to. 
be welding experts to tell from a fin- 
ished bead whether the operator used a 
short or long are, or used the proper 
amount of current. The welding in- 
struction was in two parts, viz.: the 
illustrated talk and discussion in the’ 
morning and the practical application. 
in the afternoon. In the afternoon, all!) 
those attending the lecture were taken) 
in hand by experienced welders andl 
actually taught the rudiments of han-- 
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ling the are. Of course, they did not 
secome finished welders or even good 
velders, but they did acquire consider- 
vble beneficial knowledge and exper- 
ence, which helped greatly toward the 
uecess of our joint welding. 

The one outstanding point of all the 
various inspections was, and still is, 
that if a joint for any reason did not 
ook A-1, it was broken open, and if 
they all looked good one or two were 
omroken open anyway. This is rather 
‘ough treatment, but it does tell abso- 
‘utely just how good a finished job we 
ire getting. If there is any criticism 
or suggestion to make, we have the 
man’s number on the joint to refer to. 
de is brought back and the points under 
2riticism shown him, and if necessary 
ae is given help to correct his fault. 

This method of inspection was:a big 
1elp in weeding out those welders who 
20uld not or would not learn to weld as 
we desired, for after a man had been 
shoroughly instructed and then had 
seen checked up three or four times by 
neans of broken joints, without show- 
ing any improvement, he was_ dis- 
charged. 

The above methods of instruction and 
mspection, which so far as we can 
ascertain no other road has ever at- 
tempted, have made possible the weld- 
ng and rehabilitation of many miles of 
worn-out open and paved track which 
otherwise would have had to be rebuilt 
with new rail. 

Our proportion of weld failures is 
about one-tenth of 1 per cent per year. 


Boston Welding Practice 


By H. M. STEWARD 


Superintendent of Maintenance 
Boston Elevated Railway 


HE rail ends are milled square 

laterally and have an undercutting 
yf gz in. in 12 in. Joint plates are of 
‘rolled section of medium carbon steel 
with a carbon content of 0.30 to 0.40 
yer cent. 

The drift pin method of joint as- 
embling is used whereby the rail heads 
ire brought under moderate compres- 
sion. Between the rail heads we place 
1 soft steel insert ys in. in thickness. 
[This insert projects 4% in. above the 
unning surface of the rail and after 
he joint is welded the insert is peened 
ver and the joint ground off by a small 
eciprocating track grinder. Rail joint 
ase plates are used and are welded to 
ase of the rails. The joints are welded 
yy the carbon arc process “B” method 
yf seam welding. The welding rod used 
S 3» in. in diameter by 24 in. in length, 
f the following chemical composition: 


Per Cent 
BORER 2.25 aihclac Khalsa tas seca Noes 0.12 
MEME ANCA. 6 05. wail. altri, es Wao 0.41 
BRO UOTUS Sree, cist anh. cee 0.009 
UNIS a) Sn fate, sok bfeva, oie aie EES 0.050 
MRC e ig Sredela Cosas Merce a eee 0.07 
POPSET TOES leita coi an Slee rts 0.06 


The rods are flux coated. About 1% 
n. of welding rod is used per inch of 
eam. The top seams are double welded 
or part of the distance. The seams 
ire preheated and postheated by means 
f the carbon arc. This is done by 
lrawing as long an arc as possible and 
noving it slowly along the seam. 


COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


May 8—Metropolitan Section, 
A.E.R.A., Engineering Societies Build- 
ing, New York, 8 P. M. 

May 12-13—Public Utility Section, 
Associated Advertising Clubs of the 
World, Houston, Tex. 

May 14-16—Massachusetts Safety 
Conference, Copley Plaza Hotel, 
Boston. 

May 19-22—Chamber of .Com- 
merce of the United States, annual 
meeting, Washington, D. C. 

May 20-21—Central Electric Traffic 
Association, regular meeting at 


Tuller Hotel, Detroit, Mich. 


May 25-28—National Association 
of Purchasing Agents, 


Milwaukee, 
Wis. 

May 27-28—Midwest Motor Trans- 
port Conference, Hotel La Salle, 
Chicago, Ill. 

June 2-4—Central Electric Railway 
Association, French Lick Springs, Ind. 

June 3—Central Electric Railway 
Master Mechanics’ Association, 
special meeting, French Lick, Indiana. 

June 3-4—Iowa Electric Railway 
Association, Waterloo, Iowa. 

June 10-12—Canadian Electric Rail- 
way Association, Montreal, Quebec. 

June 26-27—New York Electric 
Railway Association, Hotel 
Champlain, Bluff Point, N. Y. 

July 22-25—Pacific Claim Agents’ 
_Association, Hotel Biltmore, Los 
Angeles, Cal. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 


The welding current varies from 175 
to 200 amp. at 25 to 30 volts. The 
length of the arc is approximately 3 in. 
A welding crew consists of two men per 
machine. Only one man welds at a 
time. The operators relieve each other 
at intervals. 

Before men are assigned to regular 
joint welding they first receive instruc- 
tion in the care and operation of weld- 
ing machines and make up test joints 
under the direction of competent in- 
structors. These test joints are broken 
apart that the men may see the effect 
of the welding. When the men are con- 
sidered competent to weld joints they 
are assigned to one of the regular crews 
for further instruction and, if they pass 
the final test, take their place as regu- 
lar welding operators. The Boston 
Elevated Railway has no means at its 
own disposal of testing any joints other 
than by the destruction method, and 
this is done occasionally by the oper- 
ators. 

From time to time, however, full- 
sized joints or shorter test specimens 
are carefully and scientifically tested 
at either the laboratory of the Rail 
Welding & Bonding Company at Cleve- 
land, Ohio, or at the Massachusetts 


Institute of Technology. In addition to 
these tests the results obtained by vari- 
ous methods of welding, variation in 
strength of current used, welding rods 
of different composition or of test sizes, 
etc., are tested by our chemists, Saun- 
ders & Franklin of Providence, R. I. 
These tests consist of chemical deter- 
minations and micro-photographs to 
study changes in the structure of the 
rail metal, joint metal and welding 
metal. 

A careful and vigilant inspection of 
welding is made by the welding fore- 
men during the welding and after the 
job is finished. 


Carbon Arc Welding on 


Chicago Surface Lines 


By JONATHON WOLFE 
Assistant Superintendent Track and 
Roadway, Chicago Surface Lines 


OR the ten or twelve years prior to 

1907 practically all rail joints of 
the Chicago Surface Lines were cast 
welded. In 1907 the use of the Lorain 
electric bar weld (a resistance weld 
applied- under a hydraulic pressure of 
about 45 tons) was begun, except that 
in the southern section of the city cast 
welds were continued until 1914. A 
total of approximately 183,500 Lorain 
bar welds were welded under contract 
by them, not including free reclama- 
tions. ; 

A chart made of 175,000 joints, cover- 
ing from one to ten years of service, 
showed less than 1 per cent total 
breaks per year. 

A few thermit welds of the old non- 
insert type were installed in 1911 for 
experimental purposes. During 1915 
approximately 500 thermit welds of the 
insert type were installed and last 
year we installed 643 additional insert 
thermit welds on several of our exten- 
sions. 

Seam welding of rail joints by the 
carbon are process was begun in Feb- 
ruary, 1919, and 905 joints were welded 
during the first year. With the many 
improvements developed in this process 
since that time we have continued to 
use seam welds and have installed 
more than 45,000 joints to date. There 
are now nine equipments in daily serv- 
ice, used both for joint welding and for 
spot welding worn special trackwork. 
Three additional type WW equipments 
have been purchased and are being put 
into service. 

The seam weld has proved particu- 
larly fitted for the reclamation of the 
scattered broken joints. The work can 
be done during the daytime, when bet- 
ter inspection of the work can be made; 
there is no need for the installation of 
temporary crossovers, and car opera- 
tion is interfered with very slightly, 
cars being permitted to pass over the 
joints after completion of each seam. 
Considering that rails ranging from 
new to those almost worn out have 
been seam welded our proportion of 
failures is quite low. 

Inspection of seam welds is an ex- 
tremely important factor if uniformly 
good results are to be secured, and un- 
less the welding operators have been 
thoroughly instructed until they follow 
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the rulings and approved methods of 
welding the joints will certainly not 
hold up as long as they should. With 
Lorain bar welds, which were welded 
under contract, and with the thermit 
joints, the principal part of which con- 
sists of a chemical reaction, the inspec- 
tion is much simpler, as there are fewer 
variables which can affect the quality 
of the weld. 

Of primary importance in securing 
a good joint is the preparation of the 
joint before welding is begun. The ties 
must be firmly imbedded in the track 
foundation and the rails fastened se- 
curely to the ties so there is no move- 
ment in either ties or rails. With the 
best possible welds, using the toughest 
electrodes available, the number of fail- 
ures will be much greater if the rail 
ends are working up and down under 
the passing cars, as the weld would be 
subjected to alternate strains that must 
eventually crystallize and crack the 
seams. 

Welding plates must be made so as to 
fish perfectly with the rails—we are 
using practically all machined plates— 
and where plates must be upset to 
connect with worn rails or rails worn 
different amounts, the corner is planed 
square so that the worn rail having 
the thinner head will be supported to 
the end of the rail. 

To determine the proper size of the 
joint plates for seam welded joints with 
various girder rail sections, no infor- 
mation of this nature being available, 
we followed these general rules shortly 
after beginning the use of this process: 

1. The cross-sectional area of the 
two bars at the joint should at least 
equal the cross-sectional area of the 
rail to be welded. 

2. The combined lengthwise sectional 
area of the four welding seams on 
either side of the rail joint (assuming 
3-in. penetration) should equal the 
cross-sectional area of the rail to be 
welded. 

Care must be taken that the plates 
are put on the joint properly so that 
they will be vertical and the sloped 
edges engage the head and base of the 
rails evenly. The bolts must be in- 
stalled and tightened as far as they 
will turn without stretching. All joint 
plates and rail ends, whether new or 
old, should be vigorously brushed with 
a stiff wire brush and, if necessary, 
cleaned with a file and chisel. Where 
compressed air is available, I would 
recommend the use of a portable sand 
blast for cleaning both rail ends and 
plates. Any rust, scale; concrete or dirt 
in or along the seams to be welded will 
not only lessen the depth of penetration 
and form inclusions that may start 
seam cracking, but may keep the plates 
from having a good mechanical fit and 
thereby introduce additional strains in 
the joint. 

Rail ends should be tightly butted 
together and under compression before 
welding is started. Where possible 
this should be accomplished without 
the use of insert shims; on new con- 
struction work the rails can usually be 
driven back by using wedges in the 
joint ahead. On reclamation work the 
cut-in piece may be installed at lower 
temperatures than when welding is 
done, in which case the ends are usually 
so tight that no insert can be inserted. 
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We carry inserts in stock and with each 
welding equipment. These vary in thick- 
ness from 3» in. up to 8 in. and to 
conform in section to the heads of our 
standard rails, and 1-in. x 2-in. shims 
for odd rails. Where there is any 
opening between the rail ends which 
cannot be closed otherwise, we drive in 
the largest single shim required to give 
a tight joint, first driving temporary 
wedges under the bases of the rails to 
widen the top part of the opening. 
More than one insert is not used at a 
joint if possible to avoid it. 

We have found that joints of the 
same kind welded in cooler weather 
have held up better than those welded 
in hot weather. Our latest practice on 
new construction or on rail renewals is 
to weld at night or during the early 
morning when the rails are laid in the 
warmer months, thus both securing 
compression at the rail ends and lessen- 
ing temperature strains during cold 
weather. 

When the joint has been properly 
prepared and inspected by the operator, 
welding of the seams is started. Our 
standard welding gang consists of five 
or six men, depending on the density 
of car and vehicular traffic. The weld- 
ing operator and two helpers are with 
the welding machine, one helper taking 
care of the pole hooking onto the trol- 
ley wire and watching traffic. The other 
helper supplies the operator with weld- 
ing electrodes and sharpened carbons, 
watches the machine and takes care of 
the welding screen. Where traffic is 
very heavy an extra man is used as a 
watchman. A grinder operator and one 
helper run the Atlas rail grinding ma- 
chine, with which all joints are ground 
to a smooth surface. A four-wheel 
rubber-tired trailer is used for trans- 
porting the equipment, the welding 
machine being mounted on one end, the 
tool box on the other and in the middle, 
which is depressed, is space for carry- 
ing the Atlas grinder. 

The upper seams are welded to 
within 2 in. of the ends of the plates, 
the lower to within 1 in. or less. The 
so-called “AA” method is used, with a 
double seam on the middle 8 in. of the 
upper seam and a gap of 6 in. left un- 
welded on the lower seams, with about 
3 in. of double seam each side of the 
gap. The amperage used varies from 
275 to 325, depending on conditions at 
the joint. The exact adjustment of the 
resistances is left to the judgment of 
the operator, who determines by the. 
way the electrodes flow when he has 
the correct adjustment. The length of 
are used is about 2 in. 

A large percentage of the joints 
welded on reclamation work are upset 
various amounts, and as these plates 
are made with 3-in. variations in the 
upset, it frequently happens that there 
is a considerable difference in the 
height of the rail ends when the joint 
is prepared and ready to weld. We 
have found that the pounding of the 
cars over these joints while the different 
seams are being welded and before sur- 
face welding with high carbon is likely 
to start seam cracks. Therefore, when- 
ever there is any pronounced difference 
in the rail end heights, we build up the 
top surface of the joints with high 
carbon electrodes, using the metallic 
are process, and grind the joint before 
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starting the seam welding. After the 
seams are welded we again grind the 
joint slightly to make sure that the 
finished joint has a smooth, even top 
surface. 

For the inspection of the finished 
joints we have built up from experience 
a method which is satisfactory and has | 
resulted in greatly improving the qual- 
ity of the joints. 

We have conducted tests at different — 
times to determine the proper kind of 
electrodes. Welds were made on mild 
steel plates and tested mechanically 
and chemically. For several years we 
used the American Bureau of Welding 
Specification E-No. 1-A for low carbon | 
electrodes. This specification, which 
was made primarily for metallic proc- 
ess shop work, is not sufficiently rigid | 
in my opinion for the requirements of 
a welded rail joint, subjected to the con- 
tinual shock and vibration of passing 
car wheels, where ductility is so all im- 
portant. I mean ductility or toughness 
that will continue for the life of the 
rail and not permit crystallization of 
the weld to cause the seam to fail be- 
fore the rail is worn out. For the last 
year we have used the coated low car- 
bon electrodes (grade 200) having -a 
manganese content around 1 per cent, 
and are getting a better, tougher seam 
than before. 

There are some simple tests which 
can be used to advantage by the indi-| 
vidual street railways in determining 
ductility of the seams, ete. To what 
extent such tests are used will depend 
on the viewpoint of the particular rail- 
way. The following are just a few 
tests that, while not new, are simple, 
easily made and give comparative re-) 
sults for determining proper grades of. 
electrodes: 

(a) Weld together two “V” pieces 
of mild steel, subjecting both parent. 
metal and the weld to mechanical, 
microscopic and chemical tests covering 
structure, hardness, composition, etc. — 

(b) Weld at right angles to each 
other two plates of mild steel, place 
one in a vise and determine to what 
angle the other plate can be bent before 
fracture occurs. 3 

(c) Weld upper seams of sections of | 
welding plates to the head of standard) 
rails, the plates being fished into the| 
rail. The amount of pull necessary to’ 
bend the plate out from the rail until 
fracture occurs and the angle at which 
fracture occurs can then be determined. 

Our experience has indicated that, 
with bare electrodes a better weld is) 
secured by using flux, and instructions 
to the operators require its use. We 
use the powdered flux furnished by the 
Rail Welding & Bonding Company. One 


advantage of the coated electrode is 


k 


that the flux is furnished in uniforny 


quantities. 


We hold meetings at which all divi- 
sion superintendents, welding foremer 
and welding operators are present, anc — 
at some of these meetings have sample — 
of welds, test pieces, etc. In the dis. 
cussions which follow many good point — 
are brought out, instructions are issue 
covering future work and the operator™ 
brought in touch with each other” 
work. A 
Methods used for testing the skill o 
the operators are somewhat involvew 
with the course of training for oper 


¥ 
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‘tors, and our practice is considerably 
lifferent from that commonly in use 
‘or shop work owing to the difference 
-n the nature of the welding done. 

The skill of the operators is mainly 
thecked by inspection of the welding 
done by them and by the way in which 
sheir joints hold up under. service in 
she track. Each operator has a metal 
stamping die with an individual letter 
with which he must stamp every joint 
welded by him, and it is usually possible 
to identify any particular joint. It is 
comparatively easy to judge the quality 
of seam welding by visual inspection, 
as poor work shows up very plainly 
in uneven and ragged seams, burnt 
metal or deep holes in the seams. We 
also rely to a large extent on the meet- 
ings, previously mentioned, which are 
held in our office at stated intervals. 
Here are brought up criticisms of any 
welding being done, with samples of 
such work shown, and means to correct 
faults brought out through discussion. 


Welding in Washington 


By R. H. DALGLEISH 
Chief Engineer the Capital Traction 
Company 


WO methods of electric welding 

are now used quite extensively for 
welded rail joints, the metal electrode 
and the carbon electrode methods. The 
welder on this class of work is at a 
great disadvantage in that he is neces- 
sarily in an uncomfortable position, dis- 
turbed by vehicular traffic, and on a 
majority of jobs he is interrupted by 
passing cars. This has a tendency to 
distract the welder from his work and 
makes it very hard for him to keep 
his mind on what he is doing. A good 
welder on shop work is often unable to 
do good work on rail joints in the 
street, so it is necessary to use great 
care in teaching them how to do this 
work. Welders are first taught to weld 
in the shop in the position required in 
the street. This is done to get them 
used to this method before subjecting 
them to the traffic distraction. They 
are then sent out with an experienced 
welder until they are able to work by 
themselves. 

When preparing rail joints for weld- 
ing, the rails are first cleaned of all 
scale, rust and grease, as are also the 
joint plates. The plates are then 
bolted to the rails and the rails care- 
fully lined up to get the gage line 
straight and the joint even at the top. 
After welding, the rail head is ground 
with a reciprocating grinder in order 
that there will be no uneven joint for 
the wheel to come in contact with. 

The ends of the rails should be care- 
fully cut to make a tight joint before 
the plates are welded to the rails. In 
order to insure tight joints between 
rails, the spacing of the holes in the 
rails is slightly greater than in the 
piates and drift pins are driven in to 
draw the rails together before welding. 
The heat from the welding, of course, 
tends to expand the rail and draws the 
joints up still tighter. 

The welding is started on the outside 
top seam and next the inside bottom 
seam; next inside top seam and last 
outside bottom seam. This distributes 
the heat somewhat and has proved to 
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be quite satisfactory, although I am 
sure that welding the seams in another 
order will be satisfactory so long as 
both seams are not welded on one side 
of the rail before any welding is done 
on the other. When this is done, it 
tends to kink the rail. 

A +#s-in. rod of low carbon steel is 
used for metal electrode welding, with 
125 amp. at 60 volts, about §-in. arc. 

After welding, inspection should be 
made of alignment of rails to see that 
the gage line is straight. The weld 
metal should be laid on in even layers 
and the uniform corrugations will show 
the metal deposited evenly. Examina- 
tion should be made for burned spots 
in the seam. An examination of the 
seam should be made to see that the 
metal is evenly placed on both plate and 
rail, in order that the maximum 
strength may be developed at the joints. 
When rail is welded in one length 3 
mile or more long, the joint is subjected 
to severe tensile stress, in addition to 
the vibration set up in the rail due to 
the movement of cars over the rail. 
This requires careful work and inspec- 
tion to prevent failures. 

With the carbon are method of rail 
joint welding, the skill of the welder 
is the predominating factor, and the 
difficulty in getting welders who will 
turn out uniform work makes it very 
difficult to get satisfactory results. We 
have had so much difficulty getting uni- 
form results with the carbon arc 
method that we have discontinued the 
use of that type of joint and we are now 
using metal electrode welding for all 
seam-welded rail joints. 

After welding with the carbon arc 
method, it is almost imposible for an in- 
spector to eliminate the bad joints due 
to the uneven deposit of metal and the 
fact that on practically all joints 
burned spots may be found which may 
or may not be burned metal. In pre- 
paring joints for carbon are welding, 
the plates and rail are treated in the 
same manner as in metal electrode 
welding. A deflector bar is used to de- 
flect the metal into the seam. In’some 
cases a s%-in. rod of mild steel is laid 
in the seam and burned in place by the 
carbon are. Another method is to hold 
a zb-in. rod in the left hand and the 
carbon pencil in the right hand and thus 
burn the metal into the seam. 

A long are with 275 to 300 amp. at 60 
volts is used for this class of work, and 
with that much current it is important 
that the arcs be moved at a uniform 
rate of speed to prevent burning the 
metal. The average cost of this type 
of joint is as follows: 


COST OF ONE ARC-WELDED JOINT 


DOUBT DIALGR a MES ai, sare (ele! sts) s%pllone acre $2.90: 
Welding rods 08) UD 22. «sisieiaie a sts o du .26 
CETROMEBOUCU celeriac. ons 0-9-4 tie be .8 aoe .05 
SONY REN iis is iowa cbc une aie a's: 8! 6 eile pi atere 1.00 
Welder TONG) HOUR 5 7./s,o:01s-3'eje'esere oN +75 
FLCMDEI BONG) NOUR iss. e sects diavete a's -50 

$5.46 


Central Traffic Association to 
Meet May 20-21 


EVERAL important items will be 
presented at the next regular meet- 
ing of the Central Electric Traffic Asso- 
ciation, which will be held in the Tuller 
Hotel, Detroit, Mich., on May 20 and 21, 
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beginning at 9:30 a.m. The first day’s 
session will be in the nature of a round- 
table discussion, followed by committee 
meetings. The second day will be de- 
voted to reports of committees and such 
other business as may be presented. 


American 


Association News 


Unification of Car Design 


ROGRESS was reported at a meet- 

ing of the committee on unification 
of car design of the Engineering Asso- 
ciation which was held in the Illinois 
Merchants Bank Building, Chicago, on 
April 23. Those present included H. H. 
Adams, chairman; G. L. Kippenberger, 
W. F. Graves, Charles Gordon and ‘L. 
C. Sparks representing V. Willoughby. 

It was the opinion of those present 
that the work of the committee should 
be devoted to the collection of funda- 
mental facts and information which 
would tend to stimulate greater uni- 
formity in basic car dimensions rather 
than to the development of any uniform 
design of car. The committee felt that 
the dimensions adopted in its previous 
reports establish a foundation and that 
it is not advisable to carry this process 
further until there is more general 
acceptance by the industry of the di- 
mensions proposed, or until these basic 
dimensions can be revised so as to be 
acceptable. 

For this reason, it was held that 
the immediate work of the committee 
should consist of the collection of data 
to determine the limiting clearances 
which fix the dimensions of cars used 
on various properties. Mr. Graves said 
that the way committee collected con- 
siderable data on track centers and 
minimum radii on various properties, 
and volunteered to look this matter up 
and furnish the chairman with this 
data. Mr. Kippenberger pointed out 
that the lack of available information 
on limiting clearance dimensions was 
a serious handicap in the attempt to 
develop any form of car which could 
be used on a large number of properties. 

The committee felt that this clear- 
ance data would enable it to determine 
the proportion of properties that could 
use cars of uniform dimensions, and 
that this would be a valuable guide to 
the car builders in the design of cars 
that could be manufactured on a pro- 
duction basis at considerable saving in 
cost. 

As the first step in this program, 
those members of the committee repre- 
senting car builders will be asked by 
the chairman to compile a list of the 
clearance data which should be col- 
lected from various properties to de- 
termine the limiting dimensions of cars. 

A motion picture, illustrating car 
building methods of the Chicago Sur- 
face Lines, was shown to the committee 
fo determine whether it should be ex- 
hibited at the time of presentation of 
the report at the annual convention 
as an illustration of the savings in 
construction costs which are made pos- 
sible by uniformity in design. 
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Car Heaters Used in Small 
Baking Ovens 


IPPING and baking of arma- 

tures is done by the Milford & 
Uxbridge Street Railway in a small 
plant recently built at its shop, Mil- 
ford, Mass. As this company is 
comparatively small and as it has 
but few armatures which require 


Home-Made Baking Oven Built Under the 
Carhouse Floor by the Milford & 
Uxbridge Street Railway 


dipping and baking treatment, it 
was decided to construct a home- 
made plant rather than to purchase 
one from a manufacturer. In the 
past somewhere from 24 to 48 
armatures have been rewound an- 
nually in these shops. It is ex- 
pected that this number will be re- 
duced materially in the future. 


The floor of the armature room in - 


the Milford shop is about 5 ft. be- 
low the floor of the adjoining. car- 
house. It was possible, therefore, to 
knock a hole through the wall be- 
tween the two buildings and to con- 
struct a brick baking oven under the 
carhouse floor. Old electric car 
heaters are used. Doors are of 
steel, asbestos lined. The control is 
manual with three electric switches, 
each connected to one bank of 
heaters. The switches are located 
in a box immediately above the oven 


door, as shown in the illustration. 
An electric indicating thermometer 
shows the temperature in the oven. 
It is planned later to connect up 
this apparatus as a thermostat to 
give automatic temperature control. 

Dipping is done in an old air tank 
sunk into the floor in front of the 
baking oven. An overhead crane 
and chain hoist are used for handling 
the armatures. All three sets of 
heaters are used to heat up the arma- 
ture before dipping. Under these 
circumstances the power needed is 
about 15 kw. After the armature 
has been heated and dipped the 
temperature is maintained by the 
use of only one set of heaters or at 
the rate of about 5 kw. The entire 
operation of baking requires from 
eight to ten hours, during which 
time about 40 to 50 kw.-hr. power is 
used. 


Respirator Used with Spray 
Painting 

AR BODIES are spray painted 

in the shops of the Department 
of Street Railways, Detroit, Mich. 
To facilitate the painting, the win- 
dow guards are removed and the 
windows are either raised or taken 
out entirely. As a protection against 
the breathing of paint fumes, each 
painter is supplied with a Covers 
patent respirator. This overcomes 
any objection to the use of spray 
painting as being injurious to the 
workman. 


For Use with the Spray Painting Method 
for Detroit Cars a Respirator Protects 
the Workman 


Vol. 65, No. 18 


Preheating Commutators 
Reduces Time to Solder 


AND soldering of armature 

leads to the commutator is used 
in the 65th Street shops of the Third 
Avenue Railway, New York, inas- 
much as the amount of this work is 
rather small. The time of soldering © 


Previous to 


Preheating a Commutator 
Soldering Is Made .Easy by Means of 
a Shop-Constructed Gas Burner 


an armature of average size has been — 
reduced from 14 hours to # hour by 
preheating the commutator previous 
to soldering. 

The apparatus employed consists 
of a pipe framework for conducting 
the gas and air used for heating to a 
curved burner. The burner is made 
of 4-in. pipe with the ends bent up- 
ward and with a row of ss-in. holes | 
along the top. Standard pipe caps | 
are used to close the ends of the pipe | 
and a T-connection at the center 
serves as a support. Gas and air are | 
brought to a T in the upright con- 
nection through a flexible hose, 
which is of sufficient length to reach 
from the wall to the various wind- 
ing stations in the armature room. 
The lower part of the upright pipe, 
which is fastened to the burner, 
slides in a larger pipe, so that the 
height is adjustable. The larger 
pipe is bolted to three sheet-steel 
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“gs approximately ¢ in. thick, which 
re sharp at the bottom to prevent 
lipping. After the height of the 
urner is adjusted to suit the 
jiameter of the commutator to be 
-oldered, the inside pipe is clamped 
'n position by means of a hand 
verew. Shut-off cocks installed in 
he pipe line regulate both the air 
‘ind gas supply. 


Convenient Form for 
‘Bending Corner-Post Irons 


ORNER-POST irons which fit 

at the upper corners of the bulk- 
-nead on cars of the Eighth Avenue 
Railroad, New York City, are of very 
irregular shape. They have an ofi- 
set along the surface as well as 
being bent to go around the corner 
posts. No. 12 gage sheet steel is 
used. In bending it a special form 
and pattern are used. The sheets 
are first cut to the desired shape by 
use of the pattern and then after 
heating in the forge they are lined 
up on the form and bent to the de- 
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Form and Pattern for Bending 
Corner-Post Irons 


The form for bending is shown on the 
anvil and the pattern labeled ‘‘sample’”’ 
rests against the anvil. A partly completed 
corner-post iron is shown at one end ot 
the anvil and a completed iron on the box 
at the end of the anvil. 


sired shape in the forge shop. This 
method insures that all corner-post 
irons are interchangeable and also 
facilitates their being made up in 
quantities, which further reduces 
the cost and enables them to be made 
during slack hours. 


Maintenance Practices on the 


New York State Railways 


Slotter Combined with 
Banding Lathe 


_ eee slotting and band- 
ing can be done without remov- 
ing the armature from the lathe in 
the Utica Park shops of the New 
York State Railways through the 
use of a slotter that has been added 
to the banding lathe. The commu- 
tator slotter pivots about a vertical 
post. Thus it can be swung out of 
the way quickly so as not to inter- 
fere with banding. 

The saw for commutator slotting 
is mounted on one end of an arbor 
with a pulley at the opposite end. 
The two bearings in the block sup- 
porting the arbor are made par- 
ticularly heavy and long to insure 
rigidity. The block supporting the 
arbor is fastened to a carriage, 
which moves back and forth on two 
14-in. round rods. At one end the 
rods are fastened to a large block, 
which serves as the central support 
and pivots about its vertical bearing. 
The other ends of the rods are 
fastened to a cross plate. The car- 
riage is moved back and forth by 


means of an adjusting screw acting: 


on a nut in the carriage. Rotation 
of the screw by means of the handle 
at the right moves the carriage. 


The block shown at the left of the 
device, which forms the main sup- 
port for the slotter, can be raised or 
lowered by means of an adjusting 
screw. 

Four rods which are bolted into 
the body support a crosshead, and a 
screw working through this bears on 
the top of the vertical spindle. A 


703 


handle attached to the top of the 
screw thus raises and lowers the 
block, so as to fit commutators of 
various diameters. 

The slotter is driven by a type 
AA-1 compressor motor. An in- 
genious belt - tightening device is 
used. A vertical arm on which two 
pulleys are mounted is pivoted near 
the floor so that it can be moved 
back and forth in line with the pulley 
installed on the driving spindle of 
the slotter. 

The belt coming from the top of 
the pulley on the motor passes over 
the lower pulley of the belt tightener, 
then around the driving pulley on 
the saw spindle, over the second belt 
tightening pulley and back to the 
motor. An adjusting rod extends 
from a clevis at the top of the belt 
tightening support to another clevis 
on the carriage of the slotter. The 
belt tightening pulleys thus move 
back and forth as the carriage is 
shifted so that the distance between 
the centers of the pulleys is kept 
constant. 

The banding machine has a frame- 
work built of angles. One end of it 
fastens to the wall while the oppo- 
site end has legs for floor support. 
The machine is belt-driven through 
a worm gear, and a friction clutch 
transmits the rotation to the arma- 
ture. A universal joint is used be- 
tween the drive shaft and the fric- 
tion clutch, so that exact lining up 
of the armature is not necessary for 
proper operation. 

The armature is carried on pairs 
of rollers held in position by two 
pedestals. Adjustment to any de- 


A Self-Adjusting Commutator Slotter Has Been Attached to the Banding Lathe in the 
Utica Park Shops of the New York State Railways ; 
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sired position is made by means of a 
lever. Supporting the armature on 
rollers protects the shaft from dam- 
age during the banding operation. 


Outfit for Spray Painting 
Car Cables . 


AR cables, motor leads, resistance 

leads, and splash guards are 
painted with insulating varnish while 
in place underneath car bodies of the 
New York State Railways, Syracuse 
Lines. It is impossible to do a satis- 
factory job with a brush due to’the 
inaccessibility of many of the parts, 


Spray Equipment Used to Paint Car 
Cables at Syracuse 


so the varnish is sprayed on with the 
home-made equipment shown in the 
accompanying illustration. A 1-gal. 
tank with handle and provisions for 
pipe connections at the top is used. 
The upright pipe connection has a 
2-in. tee, one end of which is used for 
the spray nozzle and the other for the 
air connection. A shut-off valve is 
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placed in the air supply line between . 
the hose and the tee. 

With this connection, air at 75 lb. 
per square inch pressure from the 
shop supply is led to the top of the 
varnish in the receptacle. A #-in. 
pipe runs from the bottom of the can 
through the upright pipe connections 
and bends to the right with its end 
just back of the reduced part of the 
nozzle, forming an atomizer. 

The end of the spray nozzle is of 
g-in. pipe, a reducer being used to fit 
it to the tee. With this apparatus 
leads and equipment under 40-ft. cars 
are painted by one man in approxi- 
mately 10 minutes. 


Special Push Pins for 


Wheel Removal 


‘HERE car wheels are large 

enough it is desirable to re- 
move them with push pins placed 
over the outside of the gears. A 
convenient type of push pin with 
handles is used in the Utica Park 
shops of the New York State Rail- 
ways. These are of 3-in. diameter 
steel and have two wrought-iron 
handles bolted to them for con- 
venience in handling. To prevent 
the pins slipping against the head of 
the wheel press, their ends are 
turned down slightly, so as to have 
projections with a diameter of ap- 
proximately 14 in. The head of the 
wheel press is also counterbored to 
receive these projections. The ac- 
companying illustration shows a 33- 
in. wheel in position for removal, 
with the push pins resting against 
its rim of the wheel outside the 
gear. 


Push 


Pins with Handles Are Convenient for Wheel Removal 
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Taking Moisture Out 
of Air 


OMPRESSED air is used exten- 

sively in connection with the 
maintenance work at the Wolf Street 
shop of the New York State Rail- 
ways, Syracuse. For blowing out mo- 
tors, controllers 
and other electric 
railway equip- 
ment, it is essen- 
tial that the air 
be dry, as other- 
wise there is dan- 
ger of short cir- 
cuits and grounds. 
In sandblasting 
operations, mois- 
ture in the air 
clogs up the 
equipment, which 
causes trouble 
and delay. To 
take the moisture 
out of the air the 
supply line has 
been equipped 
with moisture 
traps at various 
points in the shop. 
The moisture trap 
illustrated is in- 
stalled in the 


paint shop, where 
air is used exten- 
sively for sand- 
blasting cars pre- 
vious to painting 


»Air Moisture Trap 


This moisture 
trap is used to keep 
compressed air dry 
in the Wolf Street 
paint shop of the 
New York State 
Railways. 


and varnishing. 
This moisture trap is made of a 6-in. 


pipe 4 ft. long. Standard pipe caps §) 


are fitted to each end. The air sup- — 
ply from the compressor is led into 
the moisture trap about 8 in. from 
the bottom, and the inside of the J) 
trap from this point to the top is © 
filled with excelsior. The supply | 
line used for attaching connections 
for sandblasting comes out of the top 
of the moisture trap, and a drain 
pipe is fitted to the bottom. 

Smaller size moisture traps are in- 
stalled underneath benches and at 
points where connections are made 


for blowing out various parts of : 


equipment. These are made of 2-in. ] 
pipe with standard caps and are }- 
about 2 ft. long. The air supply pipe }; 
in these smaller traps is led in about © 


3 in. from the bottom, and the con- ie 


nection for hose attachment is at the 
top. A drain valve is provided at the 
bottom. This arrangement of mois- 
ture traps has proved very effective 
in overcoming difficulties experienced 
from moisture in ‘the shop air 
system. 
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State Supreme Court Hears 
Cleveland Controversy 


Arguments were presented before the 
'Jhio State Supreme Court in Columbus, 
Dhio, on April 28, in the wage arbitra- 
‘ion controversy between the Cleveland 
‘Railway and the street car men’s 
inion. Attorneys for the union argued 
nm favor of a motion to have the State 
Supreme Court hear the case on its 
merits. In the court of appeals the 
-men lost when that court held that the 
“closed shop” contract between the 
union and the company was null and 
void on the ground of public policy and 
also held that the increase of 12 cents 
an hour awarded by the board of 
arbitration of a year ago was illegal 
on the ground that the fifth and key 
arbitrator in the case was prejudiced 
against the company. 

The Supreme Court is expected to 
hand down its decision on the motion 
shortly. If this decision is unfavorable 
to the union, it means that henceforth 
there will be no contract between the 
' Cleveland Railway and the union, thus 
ending the closed shop agreement. It 
will also mean that the men will not 
“receive any increase in pay dating back 
‘to May 1, 1924. If the court rules in 
favor of the men, the State Supreme 
Court will rehear the entire case again 
on its merits. 


Great Northern to Electrify Line 


Electrification of 30 miles of main 

line of the Great Northern Railway, 

extending over the summit of the 
Cascade Mountains in Washington, will 
proceed immediately, according to Ralph 
Budd, president. Mr. Budd estimated 
the cost of equipment for the new line 
at $1,000,000 and said orders would be 
placed for four electric locomotives. 
Power will be obtained from the 
company’s water power plant on the 
Wenatchee River. 

The Great Northern’s electrification 
will extend from Skykomish, on the 
west side of the Cascades, to Verne, on 
the east side, just beyond the portal of 
a tunnel through which the road pierces 
the summit. 

The Great Northern already uses 
electric engines to haul its trains 
through the tunnel at the summit, the 
bore being 3 miles long. Mr. Budd said 
that discussion of a Great Northern 
railway tunnel 32 miles long to pierce 
the Cascades and give a near level 
grade through Washington had not 

' reached a definite stage. 


Verdict Favors Dallas Railway 


The State Supreme Court in the 
case of F. J. Geller, on appeal, has 
upheld the right of a city to regulate 
rates of public utilities without sub- 
mission of any proposed change to the 
electorate. Geller attacked the right 
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of the city of Dallas to grant a 6-cent 
fare to the Dallas Railway as author- 
ized in an ordinance passed on June 24, 
1922. He claimed that under the 
franchise to the company granted in 
1917 the fare was set at 5 cents, and 
that this should be maintained for the 
life of the franchise. His contention 
was that no revision could be made 
without submission of the question to 
the electorate. 

The trial court sustained the special 
exceptions and general demurrer of the 
railway and dismissed the case. On 
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appeal to the Fifth Court of Civil 
Appeals, in an opinion by Chief Justice 
Sargeant, the right of the city to 
change rates by ordinance was upheld, 
but the point was made that the ordi- 
nance should be inoperative until 
affirmed by a vote of the people. 

The opinion of the Supreme Court 
quotes at length from the city charter 
of Dallas to show that the power to 
make rates of any public utility oper- 
ating in the city may be changed and 
regulated by the commission without 
submission. 


$200,000,000 Transit System on Coast 


Engineers See Ultimate Need of This Expenditure for Los Angeles with 
$133,385,000 Program Now—Plan Embodies 
Seven Principal Features 


N IMMEDIATE expenditure of 
$133,385,000 for the city and 
county’s proposed rapid transit system 
was suggested by Major R. F. Kelker, Jr., 
Chicago, in a report made on April 20 
to the county of Los Angeles and city 
of Los Angeles. The report is now un- 
der consideration by the city and county 
governments. It recommends the fol- 
lowing features: 


1. Construction of subways, elevated 
lines and open cuts to be financed either 
by the issuance of 6 per cent public im- 
provement fund bonds or obligations of as- 
sessment districts. 

2. The immediate establishment of a 
rapid transit committee consisting of rep- 
resentatives of city and county govern- 
ments, railroad commission: authorities and 
representatives of the Los Angeles Railway 
and the Pacific Electric Railway, as well 
as representatives of various civic bodies, 
banking institutions, etc. 

3. Immediate unification of the Los 
Angeles city local transportation system 
to be operated as one unit, extended to 
meet the needs of a city of 3,000,000 popu- 
lation. 

4. Adoption of a policy, fixing a definite 
program of construction for the rapid 
transit system. 

5. A method of accounting for the in- 
vestments made by the public and by pri- 
vate capital as a basis for possible purchase 
of the system by the city of Los Angeles. 

6. Establishment of a flat fare zone and 
a basis of determining rates, transfer privi- 
leges and disposition of receipts. 

7. A plan for managing and operating 
the proposed unified system, as well as 


. plans for providing for the construction of 


additional transit facilities. 


It was urged in the report that the 
best method of financing the proposed 
rapid transit system would be by 
special property assessments. This 
principle was applied to permit prop- 
erty owners to select the particular 
type of structure to be constructed on 
each route, such as preference for sub- 
ways, elevated lines or open cuts. 

The greater traffic plan provides for 
the elimination of downtown traffic 
congestion, elimination of grade cross- 
ings, furnishing increased riding facil- 
ities for the public both in the metro- 
politan area and outlying zones. of the 
city. 

The idea would be to keep fares down 


so that riders will patronize the fast 
lines, using the outlying surface lines 
and buses to feed the rapid transit lines. 

The report features two extensive 
subway trunk lines through the down- 
town business district, with entrances 
every four blocks. At Seventh and 
Broadway, the hub of the city’s dense 
downtown traific district, would be 
established the chief point of transfer 
of the two main trunk systems. Surface 
lines and bus routes would be increased 
and used for feeders for the tubes. 

The report does not claim that the 
$200,000,000 expenditure is essential 
immediately, but that sum would be 
needed fully to carry out the plan in 
coming years. Immediate expenditures 
would entail an initial outlay of 
$133,385,000 for the following track 
mileage: Subways and tunnels, 26.1; 
elevated and open cut lines, 85.3, and 
street railways, 41.6. 

A statement of track mileage of the 
entire comprehensive transportation 
system shows 588.6 miles now existing 
and under construction, 153 miles to 
be added immediately, 238.1 for future 
construction, a total construction of 
386.1 miles, with a unified system of 
274.7 miles, within a radius of 8 miles 
from the hub of the downtown district, 
namely, Seventh and Broadway, Los 
Angeles. 

The estimated costs of work intended 
for immediate construction are as fol- 
lows: 


Rapid transit lines, northeast- 


ern. section of city......... $33,043,000 
Rapid transit lines, Hollywood 

district and western section 

Of. tHE: Cltyr sf ciel years sears 31,359,000 
Rapid transit line, San Fer- 

nando Valley district........ 4,678,000 
Rapid transit lines, eastern sec- 

TION Of Gib yn eerie 6 o: ce 6) Spectators 28,951,000 
SUELDOS s TIMERS tee weet eave eters cece re 4,006,000 
Equipment: Cars, buses, substa- 

tions, sh6ps, yards, ete....... 18,200,000 
Pacific Electric Railway Lines’ 

CLONISIO MA atytatis were erat tyar- etre 13,148,000 

Ll er 32 Pee A Oe mt pee ep $133,385,000 


706 


ELECTRIC RAILWAY JOURNAL 


In dealing with the Pacific Electric 
Railway expansion now, the report 
says: 

Freight traffic on the lines of this com- 
pany, as they exist on the east and south 
sides, prevents the co-ordination of these 
lines with the proposed rapid transit sys- 
tem. In order that these lines also may 
be utilized for urban rapid transit, it is 
recommended that the Pacific Electric make 
certain improvements. The major portion 
of which it now has in contemplation. 

These improvements will provide facili- 
ties for urban rapid transit service in the 
northeast and southwest sections of the 
city, as well as for interurban service and 
freight service. 


New Municipal Plan Proposed 
for Rockford 


Seymour Stedman, president of the 
City-State Investment Company, Chi- 
cago, and Frederick S. Mordaunt, gen- 
eral manager of the public service util- 
ity department of that corporation, have 
placed a new municipal ownership proj- 
ect before the Rockford, IIl., City Coun- 
cil, more sweeping in its scope and 
utopian in its conception than anything 
Rockford has ever heard. The fight over 
renewal of the Rockford City Traction 
Company’s franchise has been waging 
some time. The new proposition, filed 
in a sealed envelope with the city clerk, 
proposed that the City-State Investment 
Company join with the municipality 
in organizing, building and operating 
the city transportation system; that 
the city grant an all-embracing fran- 
chise, as liberal as Illinois laws will 
permit; that a financial program be in- 
stituted to give the city full control of 
the corporation without any investment, 
permitting the Council to appoint di- 
rectors, executives and managers. The 
investment concern will receive 10 per 
cent of the construction cost and 10 
per cent of the bond sale return. 

The Rockford newspapers naively 
pointed out that under this financial 
arrangement, if the system represents 
a cost of $2,000,000, the Investment 
company will receive $400,000 for its 
promotion of the project and its ac- 
tivity. 


Kansas City Bus Plan Progresses 


Plans are going ahead rapidly for the 
early installation of Kansas City’s new 
bus system, which is to be operated for 
a period of three years by the Kansas 
City Railways. The railways receivers 
have the final signed draft of Judge 
Kimbrough Stone’s authorization of the 
acceptance of the conditions of the city 
franchise. They are said to have been 
notified previously that they might pro- 
ceed with the plans for the expenditure 
necessary in purchasing buses, machin- 
ery and equipment, up to a certain 
maximum which has been set by Judge 
Stone, referee, at $750,000. 

The service will utilize a total of 63 
buses. The company has owned two of 
the buses for some time which have 
been operating in Kansas City, Kans., 
and it will be necessary to buy only 61 
new buses now in order to care for the 
service properly. Nine routes are to be 
operated under the provisions of the 
ordinance, the fare to be 10 cents on 
eight of the lines and 25 cents on the 
remaining route, the latter being the 
only express service which will be main- 
tained. Transfers will be given for in- 
terchange between buses and street cars 
for an additional charge of 3 cents. 


Rainier Paving Dispute 
Aired Again 


After a five-day hearing devoted to 
the taking of testimony, before Judge 
Edward E. Cushman in the United 
States District Court, in the suit of H. 
EK. Markham and other property owners 
in the Rainier Valley district against 
the Seattle & Rainier Valley Railway, 
Seattle, Wash., both sides rested their 
cases and agreed to submit briefs. The 
suit originally was brought in the Su- 
perior Court of King County, but was 
remanded to the United States District 
Court for hearing. The property owners 
contend that the company, under the 
provisions of the franchise, is com- 
pelled to pave between the tracks on 
Rainier Avenue, and that failure on the 
part of the company to pave has kept 
the property owners from using their 
own property, increased fire risks, and 
deprived people residing in the valley 
of the use of public property. 

In answer, the company contends that 
it has been relieved of its franchise 
mandates to pave by a special ordinance 
passed by the City Council; that the 
company is without money or credit to 
pay the $700,000 paving cost; that the 
more modern methods of handling 
traffic require separation of motor ve- 
hicle and street car traffic, and that 
by leaving the tracks unpaved, other 
traffic was forced to use the one-way 
paved strips on each side, much to the 
benefit of railway traffic. 


Trolleys or Buses in Spartanburg 
to Be Decided May 12 


The City Council of Spartanburg, 
S. C., passed an ordinance recently 
which calls for a special election on 
May 12, involving an amendment to the 
franchise now held by the South Caro- 
lina Gas & Electric Company whereby 
trolley service in the city of Spartan- 
burg will be suspended as long as the 
company provides ample transporta- 
tion service by means of buses. The 
amendment would add two lines to the 
one now being operated by the com- 
pany. It would extend the 40-minute 
loop service from Morgan Square, 
Beaumont and Drayton and another 
loop from Morgan Square and South 
Converse and Union Street. The ordi- 
nance also provides that the company, 
at its own cost, co-operate with the 
city’s paving plan. It is stipulated 
that if at any time the bus service fails 
to take care of the transportation sit- 
uation the amendment becomes null 
and void and the company must re-lay 
the track and institute a trolley serv- 
ice. 

The ordinance does not contemplate 
the suspension of operation of street 
ears to Glendale and Clifton. It is 
not the intention of the City Council 
to place before the people of Spartan- 
burg the question whether street cars 
shall be operated outside the city 
limits. Luther K. Brice, Commis- 
sioner, stated that the street cars now 
operating to out-of-town points would 
not be affected by the outcome of the 
election. The action of the City Coun- 


cil is the direct outgrowth of action © 


recently taken by the local Chamber 
of Commerce, which held that in view 
of the proposed $1,000,000 bond issue 
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for municipal improvements, the people 
should decide whether they want 
trolleys or buses. 


Traffic Survey in Washington 


McClellan & Junkersfeld, Inc., New 
York, are to make a survey of trans- 
portation conditions in Washington, 


D. C., under the supervision of the — 


Public Utilities Commission. The ex- 
pense is to be borne by the North 
American Company, New York, which 
is represented as having a “substantial 
investment in transportation systems in 
the District.” 

According to Major W. E. R. Covell, 
who represented the commission in ar- 
ranging for the survey, the forthcom- 
ing inquiry into transportation condi- 
tions as they now exist is probably 
the most constructive step ever taken 
toward a merger of the Washington 
Railway & Electric Company and the 
Capital Traction Company. He said, 
however, that the North American 
Company is neither for nor against 
a merger at this time. The com- 
pany, Major Covell said, is frankly 
interested and desires to have the facts 
impartially determined so that it can 
base its future actions thereon. 

The actual work of the survey will be 
in charge of F. W. Doolittle, vice- 
president of the engineering firm. He 
formerly had been connected with the 
Wisconsin Railway Commission, the 
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Illinois Utility Commission, and was — 


at one time director of the research 
bureau of the American Electric Rail- 
way Association. 

The letter of Edwin Gruhl, vice- 
president and general manager of the 


North American Company, to the Pub- — 


lic Utilities Commission, follows: 


Gentlemen: This will review our confer- 
ences concerning a transportation survey of 
the District of Columbia and record our 
understanding with respect to the following 
matters: 

1, The Public Utilities Commission has 
found that a thorough study of the trans- 
portation situation in the District of Colum- 
bia is essential in order to procure ulti- 
mately for the District the best and most 
economical transportation service by co- 
ordination of existing facilities and the 
adoption of additional transportation 
agencies. 

2. The North American Company at pres- 
ent has a substantial investment in trans- 
portation systems in the District, and 
accordingly is interested in a solution of the 
existing problem. As a result of a prelimi- 
nary investigation, the North American 


ansdninaeies 


Company has reached the conclusion that a 4 


thorough study of the present transporta- 
tion situation is essential. 

3. Because of this mutual interest the 
North American Company agrees to have 
made through McClellan & Junkersfeld, Inc., 
engineers, at a cost not to exceed $50,000, a 
fact-finding | survey under the regulation 
and supervision of the commission. The 
results of this survey shall be reported to 
the commission and shall be available to the 
street railway companies operating in the 
District, to the North American Company, 
and otherwise, as the commission may 
direct. } 

4. Attached hereto, marked “Annex A,” is 
an outline of data to be assembled, which is 
understood to represent the general scope 
of the survey proposed to be made. 

. This survey will be undertaken at the 
earliest practicable date and will be carried 
out as rapidly as may be consistent with 
the securing of the necessary basic data, 
including data presently available in the 
files of the commission. 

6. In addition to providing the services of 


McClellan & Junkersfeld, Inc., for this sur- — 


vey the North American Company will de- 


fray any extra expenses incurred by the © 


commission in supervising this survey. 


The cost of carrying out the work © 


incident to conducting the survey i 
estimated at $50,000. 


- 
¥ 


| 


| 
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Recent Bus Developments 


Yonkers Railroad Competitor for Bus Rights—Delaware Company 
Takes Over Buses—Many Other 
Items of Interest 


1 HE right to operate twelve bus 
‘i routes totaling 86 miles in Yonkers, 
N. Y., was granted to the Westchester 
County Bus System, Inc., on April 22. 
In its plea for the right to run the 
company was successful over several 
competitors, among them the Third 
Avenue Railway System, New York 
City. The bus matter is said to have 
been brought to a head by the Yonkers 
Street Railroad, affiliated with the Third 
Avenue Railway, announcing that on 
May 12 it proposed to abandon five non- 
paying lines. Consent to do this was 
obtained from the Public Service Com- 
mission. The matter has been before 
the Council for ten months. Finis has 
not yet been written to it, first, because 
the Yonkers Street Railroad has an- 
nounced its intention to carry the mat- 
ter into the courts if necessary to pre- 
vent unfair competition with its lines, 
and, secpnd, because Mayor Weisendan- 
ger has not yet passed upon the ordi- 
nance, against which sufficient Alder- 
men are opposed to defeat the matter if 
it should come up again for vote for 
passage over a veto. The expenditure 
for the proposed bus system is esti- 
mated at $615,700. Back of the new 
system as its operating head is A. E. 
Hutt, vice-president and general man- 
ager. Mr. Hutt has in the past been 
connected with the Detroit Motor Bus 
Company, the Philadelphia Rapid 
Transit Company and the Fifth Avenue 
Coach Company, New York. 


T. W. Wilson, vice-president and gen- 
eral manager of the Wilmington & 
Philadelphia Traction Company, re- 
cently confirmed the rumor that a com- 
pany which will be associated with the 
local traction system had arranged to 
purchase the Stiltz Brothers, Newark- 
Wilmington bus line. He stated that 
the new company which will take over 
this line expects to improve the present 
equipment and gradually make replace- 
ments with modern buses. Buses will 
operate on as frequent a schedule as 
business warrants and the rate of fare 
from Wilmington to Newark will re- 
main the same as at present charged 
by Stiltz Brothers. Mr. Wilson said 
that his company has for some time 
been operating its trolley lines in 
Chester in association with the South- 
ern Pennsylvania Bus Company, owned 
by the same interests as control the 
traction company. This bus line by 
special arrangement has established a 
system of transfer exchanges between 
the bus lines and the street cars which 
has proved satisfactory. It is the in- 
tention of the local traction company 
and the new bus company to work out 
a similar scheme of exchange tickets in 
Wilmington. 


The Union Street Railway will estab- 
lish a bus line between New Bedford, 
Mass., and Providence, R. I., with ar- 
rangements to supply service between 
New Bedford and Fall River. Elton S. 
Wilde, vice-president and general man- 
ager of the company, said that his com- 


pany would file petitions immediately 
for bus licenses not only in New 
Bedford but in the surrounding towns 
and cities as well. Terminals will be 
established in New Bedford, Fall River 
and Providence. 


The Iowa Southern Utilities Com- 
pany, Centerville, Iowa, will substitute 
buses for its railway cars over the 
Centerville system. It has received a 
full complement of motor cars for 
the service, operating from South Cen- 
terville to railroad stations and the up- 
town business district. The company 
has substituted five buses on its West 
End and Bluff Road routes in Burling- 
ton for trolley cars. 


Fares on the bus lines of the Water- 
loo, Cedar Falls & Northern Railway, 
Waterloo, Iowa, were to be increased 
May 1, C. M. Cheney, president and 
general manager, announced recently, 
as the result of the action of the Iowa 
Legislature doubling the carrier tax on 
buses. The Waterloo-Cedar Falls fare, 
which was 15 cents, or ten tickets for 
$1.20, will be raised to 20 cents, or ten 
tickets for $1.50, and 5 cents has been 
added to the Waterloo-Cedar Heights 
tariff. The carrier tax on the route 
under the old statute ranged from $250 
to $300 a month and will be twice that 
now. Two new buses have been added 
to the line, making a fleet of nine. 


Bus fares on the former J-H lines to 
Franklin, Columbus and Seymour, Ind., 
from Indianapolis have been increased 
by the Interstate Public Service Com- 
pany, which recently obtained control of 
the J-H system. Officials of the rail- 
way said rates had been restored to 
the original figures that prevailed when 
the line was established by A. G. Har- 
mon in competition with the Interstate 
Public Service. The lowest fares were 
the ‘result of a price-cutting war be- 
tween the traction and bus companies. 
The rate to Franklin remains the same, 
but from Franklin to Columbus a 10- 
cent increase is made and from Co- 
lumbus to Seymour a 20-cent increase. 


The Olean, Bradford & Salamanca 
Railway has been granted a franchise 
by the Common Council of Salamanca, 
N. Y., to operate buses over eight 
streets in the city. By this decision 
the Council reverses its previous order 
when it refused the franchise, A num- 
ber of changes were made in the pro- 
posed terms, principally that the dura- 
tion will be ten years instead of_fifteen 
and that the company will apply to the 
Public Service Commission in fifteen 
days for permission to operate buses, 
and if so permitted to run them over 
the eight streets within 60 days there- 
after. The company also proposes to 
run bus lines between Salamanca and 
Little Valley and into the Alleghany 
State Park in connection with service 
in Salamanca. It has received permis- 
sion to abandon its railway between 
Salamanca and Little Valley. 


Mayor Curley of Boston, Mass., has 
taken the stand that the Boston Ele- 
vated Railway, as well as other estab- 
lished lines of trartsportation, should 
be protected against destructive com- 
petition from new lines of buses. He 
reiterated this position a few days ago 
when he approved eight petitions from 
the Boston Elevated for authority to 
operate buses in Boston and rejected 
several petitions which would have 
created competition with the railroads. 


It is said that a petition is being 
circulated in High Point, N. C., calling 
for bus line additions to the street car 
service or bus lines as substitutes for 
the street cars. Henry Jennings, local 
manager for the North Carolina Public 
Service Company at High Point, said 
that the concern was ready to give the 
people what they wanted. The com- 
pany is operating bus lines at Greens- 
boro and Mr. Jennings said that their 
operation had been satisfactory. 


The Ottawa Electric Railway, Ottawa, 
Ont., has received a license to operate 
buses to the Notre Dame Cemetery on 
the Montreal Road. The buses will run 
between the Notre Dame Cemetery and 
the corner of Rideau and Charlotte 
Streets, passing through the town of 
Eastview. A special Sunday service will 
be provided during the summer months. 
The fare for Sundays and weekdays will 
be 5 cents cash or ten tickets for 25 
cents. 


At a recent meeting of citizens of 
South Jacksonville, Ill., and officers of 
the Jacksonville division of the Illinois 
Power & Light Company the company 
proposed the substitution of bus service 
for trolleys in South Jacksonville. The 
plan is to remove all tracks south of 
Michigan Avenue to Nichols Park. 


Uniform rules for the operation of 
buses in Massachusetts are being 
adopted by the Department of Public 
Utilities. Their origin lies with the 
Board of Selectmen, or Aldermen, in 
the various towns and cities, but they 
are made subject to approval by the 
State Department. The latest rules 
approved are for the town of Green- 
field, which were adopted by the Select- 
men and then changed by the State 
Department of Public Utilities, on the 
petition of residents of Greenfield, to 
conform to the basic principles laid 
down by the department some time ago 
for the city of Taunton and modified 
to meet later developments. 


The Eastern Massachusetts Street 
Railway has obtained a license from 
the City Council in Cambridge, Mass., 
to operate buses in that city, on the 
condition that it will not pick up local 
passengers in the territory served by 
the Boston Elevated Railway. It is to 
take on passengers for points outside 
of Cambridge, on their way to Lowell. 
This is a part of the controversy which 
the Eastern Masschusetts has with the 
Boston & Maine Railroad over service 
between Boston and Lowell. The issue 
is not yet settled either in Lowell or in 
Woburn, where public hearings have 
been held. The Lowell City Council 
has decided to confer with Governor 
Fuller before deciding the issue. 
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New York State Interurban 
Rates Advanced 


The Public Service Commission has 
granted permission to the New York 
State Railways to increase the commu- 
tation rates on its Rochester & Eastern 
and Rochester & Sodus divisions. The 
order provides that the company may 
revise its prices for 54-trip commuta- 
tion books and:for 46-trip school ticket 
books on a graduated basis, start- 
ing at 2 cents a mile. 

The new schedules will remain in 
effect one year. The evidence showed 
a net loss of $72,174 for the twelve 
months ended Oct. 31, 1924, for the 
Rochester & Eastern and a loss of 
$93,364 for a similar period on the 
Sodus route. These facts influenced 
the commission to grant the increase. 
Under the proposed tariff the esti- 
mated increase in passenger revenue 
for one year will be $18,610 on the 
Rochester & Eastern and $10,410 on 
the Rochester & Sodus lines. School and 
college students and Rochester com- 
muters will be most greatly affected. 


News Notes 


Revaluation Bill Tabled.—The Penn- 
sylvania House of Representatives re- 
cently tabled the Schantz bill, fostered 
by Governor Pinchot, which provided 
an appropriation of $100,000 to the 
Public Service Commission to defray 
the expenses of a revaluation of the 
Philadelphia Rapid Transit Company. 
_The Governor in appealing to the House 
said that the matter of a “reasonable 
rate of fare for Philadelphia” depended 
on the fate of the bill. 

New Fare Rates Announced. — The 
Pittsburgh Railways, Pittsburgh, Pa., 
started on May 1 a number of additional 
privileges with regard to fares which 
have been approved by the - Traction 
Conference Board. These include 10- 
cent round trip fares without transfers, 
and 5-cent fares with and without 
transfers. In honor of National Elec- 
tric Railway Day, Tuesday, May 5, the 
company will make available the 25- 
cent and the 40-cent passes hitherto 
issued only on Sunday. 

Peace in Albany.—After a deadlock 
over trolley fares between the city of 
Albany and the United Traction Com- 
pany, differences have just been settled. 
The company agrees to withdraw its 
application to the Public Service Com- 
mission for a 10-cent fare. The city 
will withdraw its petition for a 5-cent 
fare. The city will give the Capitol 
District Transportation Company, a 
subsidiary of the United Traction, a 
franchise for operation of bus lines in 
several sections, and the traction com- 
pany will grant to the city 33 ft. of 
roadway it owns. The truce is to con- 
tinue until Jan. 1, 1926. The traction 
company announces that 42 new buses 
will be ordered at once. 

Counsel Explains Valuation Proce- 
dure. — A. A. Stewart, corporation 
counsel, has filed an answer to the 
appeal of the St. Paul City Railway and 
the Minnesota Railroad and Warehouse 
Commission from the order of Judge 
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R. D. O’Brien of the District Court that 
the company and the commission filed 
certified copies with the court of the 
proceedings in the valuation of the rail- 
way properties. He contends that the 
order is not appealable and that should 
the Supreme Court uphold the com- 
pany it would establish a dangerous 
precedent and recognize its right to 
determine the jurisdiction of the court 
in the matter. In other words, that it 
would remove the control from the com- 
mission into the courts. The brief holds 
that the proper procedure would be for 
the Gommission to file a report and then 
ask the court to determine whether it 
had jurisdiction. If the commission’s 
report is held subject to review by the 
court it would go on trial and the court 
would determine the true value of the 
railway properties, the corporation 
counsel submitted in his statement. 


Fares Increased.— Fares in Fort 
Madison, Iowa, were raised to 7 cents, 
with four tickets for 25 cents, on April 
26 by the Fort Madison Street Railway. 
The Fort Madison system had been 
operating at a 5-cent fare. President 
Schulze pointed out that 68 per cent of 
the operating cost went into wages and 
the company refused to increase its 
operating income by reduction of wages. 
The property is appraised at $225,000 
and has failed to make an adequate 
return on that basis. 


Present Fare Continued Pending 
Baltimore Valuation—The Public Serv- 
ice Commission of Maryland on April 
15 extended the present 7%-cent fare 
of the United Railways & Electric 
Company until the valuation proceed- 
ings are concluded. The original order 
of the commission fixing the present 
fare became effective on May 381, 1924, 
and was to continue till April 30, 1925, 
unless extended by order of the com- 
mission or automatically extended be- 
cause the valuation proceedings were in 
progress. As the valuation case will 
not begin until May 4 next, the com- 
mission ordered the extension. 


Municipal Line to Use One-Man Cars. 
—The Kitchener Light Commission, 
Kitchener, Ont., in March made a profit 
of only $5.44 on the local street railway. 
As a result, Manager V. S. McIntyre, 
on the recommendation of the commis- 
sioners, is looking into the question of 
changing the Peter Witt cars on the 
Kitchener and Waterloo line into one- 
man affairs. The idea is to have them 
so constructed, if possible, that they 
may be operated as now by two men in 
the rush period. 


Suggest Traffic Relief.— The Public 
Utilities Bureau, Louisville, Ky., has 
recommended to the city that all auto- 
mobile parking on Fourth Street, be- 
tween Main and Broadway, a distance 
of about eight blocks, be abolished to 
clear traffic congestion. At the present 
time there are regulations in effect 
which prevent parking during the peak 
traffic periods. The Board of Safety 
has been told that either parking 
should be eliminated, or Fourth Street 
made a one-way thoroughfare. Charles 
Roser, auditor of the Utilities Bureau, 
suggests that all parking be eliminated, 
making it possible for two streams of 
traffic to move each way on Fourth 
Street, and for autos to pass moving 
street cars. 


Safety Course to Conclude.—The 
Safety Drivers’ Club of the Western 
Pennsylvania Safety Council has been 


conducting a safety course for drivers © 


in the auditorium of the Chamber of 


Commerce of Pittsburgh. The series of © 


meetings, which ended on April 29, in- 
cluded talks by prominent speakers on 


the subject of traffic and safety as well — 
as round-table discussion, singing and — 


motion pictures bringing the lessons of 
safety home more forcibly. W. H. 
Boyce, commercial manager of the 
Pittsburgh Railways, is vice-president 
of the Safety Drivers’ Club. 


City Aids Railway.—The city of Find- 
lay, Ohio, recently filed with the State 
Public Utilities Commission a resolu- 
tion of the City Council, protesting 
against the commission’s granting to 
any bus company a certificate to oper- 
ate between the cities of Findlay and 
Toledo. The protest states that the 
Toledo, Bowling Green & Southern 
Traction Company is furnishing ade- 
quate service, and that if it is required 
to meet bus competition the railway 
line will be forced to suspend opera- 
tions. 


Jitney Business Remains Unthanged. 
——Since the passage of the new traffic 
ordinance in Terre Haute, Ind., restrict- 
ing their operation, several operators 
of jitneys have quit the business, but 
just as quickly as their rights were 
surrendered others took them up. In 
this manner the number of jitneys in 
the city is practically the same as it 
was when the ordinance was signed. 
The only additional licenses which cover 
vehicles carrying passengers for hire 
are those issued to the Terre Haute, 
Indianapolis & Eastern Traction Com- 
pany. For buses such as those oper- 
ated by the traction company a license 
fee of $50 a year is paid, while the 
jitneys are charged at the rate of $25 
a year. Figures at the office of the 
City Comptroller show 110 jitneys, 
taxis and buses in operation in Terre 
Haute at the present time. This is said 
to be practically the same number 
operating a year ago with the exception 
that buses of the traction company are 
now among those run. 


Bus Ordinance Upheld.—In an appeal 
from the decision of Judge H. J. 
Grannis of the District Court, the 
Minnesota Supreme Court has upheld 
the ordinance passed by the voters in 
Duluth, Minn., on June 23, 1924, in the 
ease of Carl H. Schultz, representing 
the Duluth Bus Association, with the 
Duluth Street Railway as intervenor. 
An injunction against enforcement of 
the ordinance was denied July 15, 1924. 
The ordinance prohibited intracity 
buses from operating on streets with 
double trolley tracks. The suit claimed 
the ordinance was discriminatory and in 
favor of the railway. The ordinance 
did not affect intercity buses. The 
court held that public welfare and 
safety demanded buses of the sort 
to be so limited as not to become 
a nuisance or a menace, and that 
the ordinance was enacted for this 
purpose and was not. beyond the 
police powers of the city. Further, that 
where there were double trolley tracks 
there was no need for intracity buses, 
to say nothing of the danger and incon- 
venience of several competing buses. 
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SS 
| Financial and Corporate 


Denver Reorganization 
Ratified 


Annual Interest Charge to Be Cut from 
$953,015 to $580,848—$4,000,000 
Spent for Improvements 


The protective committees for se- 
curity holders of the Denver Tramway 
and of the holding company, the Den- 
ver & Northwestern Railway, Denver, 
Col., have adopted a plan of reorgani- 
zation. The system has been operated 
by Ernest Stenger as receiver since 
Dec. 24, 1920. A joint reorganization 
committee has been named consisting 
of Claude K. Boettcher and Samuel M. 
Perry, Denver, and George C. Clark, Jr., 
New York, to execute the plan and call 
for deposit of securities. 

The reorganization plan provides for 
the termination of the receivership and 
the organization of a new company to 
take over the property. It provides for 
the reduction of the funded debt of 
$17,541,700 to $11,078,350, and for the 
adjustment of the preferred stock of 
$3,953,337. Annual interest charges 
will be reduced from $953,015 to $580,- 
848. The capitalization of the new 
company will consist of $4,635,000 of 
underlying bonds which will not be dis- 
turbed, $6,443,350 of new 5 per cent 
mortgage bonds, $10,318,145 of new 7 
per cent preferred stock, and 6,250 
shares of common stock without par 
value. 

Holders of the Denver City Tramway 
first and refunding sinking fund mort- 
vage 5 per cent bonds and of the Den- 
ver & Northwestern first and collateral 
mortgage 5 per cent bonds will be en- 
titled to receive $500 in new 5 per cent 
mortgage bonds, and $758.33 for each 
51,000 of principal of their bonds. 

Holders of the Denver Tramway 
three-year 7 per cent collateral trust 
notes will be entitled to receive $500 
in new 5 per cent mortgage bonds, and 
$732.69 in new preferred stock for each 
$1,000 of their notes. Stockholders of 
the Denver & Northwestern Railway, 
who pay assessment of $10 a share, will 
receive $10 par value of new preferred 
stock and one share of new common 
stock. Stockholders of the Denver 
Tramway upon paying an assessment 
of $6 a share will receive $6 par value 
of new preferred stock and three-fifths 
of a share of the new common stock. 

It was stated on behalf of the com- 
mittee that more than $4,000,000 has 
been spent by the receiver in putting 
the property in first class operating 
condition. 


Income Balance in Tacoma 
$39,841 


_ The Tacoma Railway & Power Com- 
pany, Tacoma, Wash., during the year 
1924 carried 25,499,946 revenue passen- 
gers and 2,719,718 free transfer pas- 
sengers. More than 1,116,543 employees 
and others rode free. Total revenue 
from transportation was $1,427,647 and 
the average fare per passenger, includ- 


‘ 


ing transfers, was 5.023 cents. Other 
operating revenues were $58,890, mak- 
ing total operating revenue $1,486,538, 
a gain of $81,311 over 1923. Total op- 
erating expense was $1,246,732, a de- 
crease of $53,782 from the previous 
year, leaving net operating revenues of 
$221,805. Adding auxiliary operations, 
and deducting rent and taxes, the oper- 


ating income was $116,892, a decrease 
of $34,096. After the further reduction 
of rent and taxes and other property 
charges, there was an income balance 
of $39,841 to be transferred to profit 
and loss account. This sum was $33,- 
368 less than for the previous year. 

The total investment of the Tacoma 
Railway & Power Company in road and 
equipment is given at $6,232,210. There 
is an unmatured funded debt of $5,544,- 
000 and long-term open accounts of 
$95,000. The report shows that, de- 
ducting total liabilities from. assets, 
$202,699 remained as a total corporate 
surplus credit. 


Large Companies Made Best Showing in 1924. 


Returns from 370 Companies, Divided as to Annual Earnings and Charac- 
ter of Operations, Show that Larger Companies, Especially Those 
Operating Both City and Interurban Lines, Made Best Showing 


OR the electric railway industry 

the year 1924 began auspiciously. 
The first three months the traffic was 
at the high-water. Then the general 
business slump made itself felt and 
traffic was continuously below normal 
until the late fall, when, with the sud- 
den recovery of general business, it 
rebounded too and closed the year on 
the crest of a wave. 

Edmund J. Murphy, chief statistician 
of the American Electric Railway As- 
sociation, writing in Aera for May, 
says that the outstanding fact brought 


increased from 2,756,463,910 to 2,854,- 
574,555, or about 3.55 per cent. 

The railway operating revenues of 
the group of 370 companies, including 
New York, were $786,530,422 in 1924 
and $794,252,546 in 1923, a decrease 
of 0.98 per cent. Operating expenses 
also decreased 0.58 per cent and this 
tended in some degree to offset the loss 
of traffic. The operating ratio in 1924 
was 73.90 per cent, compared with 
73.61 per cent in 1923. 

A summary of these figures is pre- 
sented in the following table: 


COMBINED OPERATIONS OF 370 COMPANIES 


Operating VvevientiGh. co. 5 ec cceeeesces mais 
Operatimerextonker cc. ccrsiges pels bo se ielaous ate ates 

Net operating revenue......... pie te, Beene 
Operating Patios ses cer oy Aiais tron Race thereto 
IMMeaiOt trackmania s'. setae evcteto tater stctmiecsiaets 
Revenue passengers............000 eee eeeeee 
Notalepasseneens inns i'cs vier soe meio wlelsin ewe alae 
Car-miléai(Gevn) Nene res Gk hee oueioeltae ee 


Figures in italic show decrease. 


out by the segregation of companies ac- 
cording to size is that the small organ- 
izations, those serving cities and towns 
under say 50,000 population, are having 
a hard time. In the larger cities and 
more densely settled communities the 
automobile has reduced the rate of in- 
crease in riding. As diagnostician of 
the symptoms manifested in this re- 
markable annual study, this year 
showing the operating results of 370 
companies, Mr. Murphy says it be- 
hooves the railways to make careful 
studies of their traffic with the idea of 
trying to adjust the physical layout of 
their lines and their service more and 
more closely to the traffic demands of 
their communities. 

As for the figures of operation for 
the year, a recapitulation of them 
shows that electric railway traffic in 
1924 was approximately 1 per cent less 
than in 1923. A group of 370 com- 
panies reports a total of 13,483,075,342 
passengers in 1924 compared with 
13,642,989,110 passengers in 1923. 
These figures include the companies 
in New York City. If the New York 
companies are excluded the figures 
become 11,410,795,999 in 1924 and 
11,674,013,336 in 1923, a decrease of 
2.26 per cent. Traffic in New York 


Per Cent Increase 


1924 1923 or Decrease 
$786,530, 422 $794,257,546 0.98 
581,288,567 584,674,342 0.58 
205,241,855 209,578, 204 2.07 
90% 73.61% 0.39 
32,083 .3 32,032.5 0.15 
10,890,887,334 10,906, 853,081 0.16 
13,483,075,342 13,642,989,110 1.18 
1,843,827,779 1,823,941,852 1.09 


The companies included in this state- 
ment operate about 75 per cent. of 
the total track and account for nearly 
85 per cent of the gross revenues of 
the industry. 

Mr. Murphy says that in considering 
the effect of business depression on 
electric railway traffic, therefore, some 
allowance should be made for this 
factor of competition. It is his idea 
that it is almost impossible to estimate 
its magnitude, but whatever it is, it 
would reduce just so much the effect. 
of business depression indicated in the 
above mentioned table, since the loss in 
electric railway traffic shown there in- 
cludes whatever losses are due to bus 
competition. ‘ 

Reports from 261 companies that 
gave complete statements are sum- 
marized in the tables accompanying 
this article. These companies operate 
some 25,000 miles of track or almost 
60 per cent of the total for the in- 
dustry. _About 40 per cent of this 
track is city track, 36 per cent inter- 
urban and 24 per cent combination 
city and interurban; that is, it is oper- 
ated by companies doing both a city 
and an interurban business. 

The operations of this group in 1924 
follow very closely the trend of the 
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Statistics Compiled by American Electric Railway Association 


TABLE I—COMBINED INCOME STATEMENT OF 261 RAILWAYS 


Per Cent 
Increase Increase 
or or (D) 
1924 1923 (D) Decrease Decrease 
ae ti 
pant es gt a $536,059,372  $545,975,086 (D) $9,915,714 (D) 1.82 
Railw atin, 

Gepeniee ess Sr . 405,426,764 409,751,971 (D) 4,325,207 (D) 1.06 

Net operating 
revenue... $130,632,608  $136,223,115 (D) 5,590,507 (D) 4.10 

Net revenue: Auxil- 
i tions... 13,427,623 12,371,940 1,055,683 8.53 
Tse. bias sta ats 36,432,539 37,255,887 (D) 823,348 (D) 2.20 
Operating income $107,627,692 $111,339,168 (D) 3,711,476 (D) 3.33 

ti n- 
ee ee 9,373,148 -9,371,738 1,410 02 
Gross income.... a$117,059,720 6$120,780,003 (D) 3,720,283 (D) 3.08 

Deducti from 
eras Sone 97,954,384 95,263,337 2,691,047 2.92 
Net income.... $19,105,336 $25,516,666 (D) 6,411,330 (D) 25.13 

18) ti atio (per 
Seeaccee Se ee 75.63 75.05 58 BY If 

Ratio: Net income 
to operating revenue 3.56 4.67 (D) Cot Gy 23377. 


a Includes $58,880 equalization income. 6b Includes $69,097 equalization income. 


TABLE II—COMBINED INCOME STATEMENT (ON A CAR-MILE 
BASIS) OF 261 RAILWAYS 


1924 1923 Per Cent 
(Cents (Cents Increase 

per Car- per Car- or (D) 
Mile) Mile) Decrease 
Railway operating revenue. 45.39 46. 36 (D) 2.09 
Railway. operating expense. en AOE) eek 34.79 §R} ee 3 
Net operating revenue...............5. 11.06 11.57 (D) 4.41 
Net revenue: Auxiliary operations. . ihe olanegs 1.14 1.05 8.57 
amos. .5, cipal os cake ths ne ahaha ntees 3.09 3.16 as 2.21 
Operating income..............-0005+ eH] 9.46 (D) 3.70 
Non-operating income..............2:000005 . 80 hd 1.26 
Grogs Meome f 27)... hls ces Meenas eg 9.91 10.25 (D) 3.32 
Deductions from gross income............... 8.29 8.09 2.47 
Netincoméy.. Seis. fe cur) Nee eats at 1.62 2.16 (D) 25.00 


TABLE III—OPERATING EXPENSES (BY 
OF 261 RAILWAYS 


PRIMARY ACCOUNTS) 


Per Cent 
Increase Increase 
or (D) or (D) 
1924 1923 Decrease Decrease 
Way and structures.. 33%: 63, 070 $62,232,967 (D) $2,599,897 (D) 18 
Equipment......... 6,101 50,053,439 752,662 .50 
Power. . ; 37 068, 262 61,809,892 (D) 4,741, 630 (D) r 67 
Conducting transpor- 
tation. 172,253,557 170,261,073 1,992,484 Lied 
Praihoccn isis oa chee 1,777,213 1,614,910 © 2,303 10.05 
General and miscel- 
laneous.. ‘ 58,605,725 58,672,170 (D) 66,445 (D) 1.13 
Transportation f for in- 
vestment: —228,722 —192,360 36,362 18.90 


Total operating 

expense... ... 

alIncludes $5,211,560 undistributed expense. 
tributed expense. 


a$405,426,766 6$409,751,965 (D) 4,325,199 (D) 1.06 
b Includes $5,299,873 undis- 


TABLE IV—SIGNIFICANT RATIOS DERIVED FROM ACCOUNTS OF 
261 RAILWAYS 


Per Cent 
Increase 
or (D) 

1924 1923 Decrease 

Railway operating revenue.......... $536,059,372  $545,975,086 (D) 1.82 

Per mile of single track......... 21,677 22,117 (D) 1.99 

Gross income. voc. ..... $17,059,720 $1.20,780,003 (D) 3.09 

Per mile of single ‘tracks ose: at 5 86 ce 3.14 

Passenger revenue...............-5 $504,191,727 $512,961,939 (D) 1.71 

Per revenue passenger.......... 17.0¢ 17.1c (D) 1.41 

Per total passenger............- - 15. 6¢ AS Goma ek 

Per mile of single track......... °$20,388 3$20,695 (D) 1.49 

Per passenger car-mile.......... 243 _7¢ 244.6¢ (D) 2.02 

Per car operated......... 316,418 $16,888 (D) 2.79 

Per passenger car-hour. . 44.06 44.14 (D) 1.94 

Wevenue passengers. . Art 57,093,827,117 57,185,734,125 (D) 1.28 

Per mile of single track ee aon 5297,047 5301,134 e} 1.36 

Per passenger car-mile.......... 56.2 6.3 (D) 1.58 

. Per car operated. . i faeesese att 6240,316 6245,459 (D) 2.10 

Per passenger car-hour......... 761 TG) Ieee 

Total passengers. . oe... 58,886,095,509 59,044,022,386 (D) 1.75 

Per mile of single track......... 5372,097 §379,009 (D) 1.83 

Per passenger car-mile. . By 57.8 58.0 (D) 2.50 
Ratio: Transfer passengers to revenue 

passengers (per cent)......... 24.2% 24.8% (D) 2.42 

Revenue car miles..............55. 1,180,828,184  1,177,772,172 0.25 

Per mile of single hie nitareamectars 47,75 47,710 0.08 

Per car operated. . cin Ao fyohive 837,797 9384 030 (D) 0.62 

Per car-hour, eiaien pitas 5 ols 49.29 9.27 0.21 

GOPOUNES cies alas ae pean ees eee sth 4] dn El) 4116, °61 279 0.21 

Per car operated. . ,061 064 (D) 0.08 


4 ak companies. 
8210 companies. 9 200 


3 21 “4 companies. 


1 256 companies. 2 261 companies. 
7 224 companies. 


5 255 companies. § 21] companies. 
companies. 


TABLE V—OPERATING EXPENSES (PER CAR-MILE) OF 261 


RAILWAYS 

1924 1923 Per Cent 
(Cents (Cents Increase 

per Car- per Car- or (D) 
Mile) Mile) Decrease 
Way: and structures:.... ules ssmeniene ele 5.05 bee (D) 4.73 
REGU pMSNt. «six siels cus honveteleern ane araheneneeatre 4.30 4.25 Ps We: 
IP SUET Fas b:i.0)0.3 6s emrtca las aves ate elie oeke eine 4.83 5.25 (D) 8.00 
Conducting transportation 14.59 14.46 . 89 
CRAG i. ss tac Cee eet eee 45 13 15.38 
General and miscellaneous................ 4.96 4.98 (D) .40 
Transportation for investment—Cr........ .02 OS eis tx ee 
Total operating expenses............. a34.33 634.79 (D) 1.32 


a Includes 0.46 cent of undistributed expense. b Includes 0.45 cent of undis™ 
tributed expense. 


TABLE VI—OPERATING STATISTICS OF 261 RAILWAYS - 
Per Cent 
Increase Increase 
or (D) or (D) 
1924 1923 Decrease Decrease 
Passenger car-miles. 1,149,789,200 1,148,164,918 1,624,282 14 
. Total revenue car- 

RVTLGR ho 33 uae 1,180,828,184 1,177,772,172 3,056,0 26 
Revenue passengers! 7, 098, 827,117 7,185,734,125 (D) 91,007,008 (D) 1.28 
Transfer passengers? 1, 719, 962, 687  1,782,071,055 (D) 62,108,368 (D) 3.49 
Total passengers’... 8,886,095, 509 9,044,022,386 157,926,877 ‘BS | Wey ae 
Passenger revenue.. $504,191,727  $512,961,939 (D 8,770,212 (D) 1.71 
Revenue car-hours?. 117,030,865 116,961,279 69,5 06 
Passenger car-hours® 115,508,947 115,490,586 18,361 .02 
Miles of single track 24,728.9 24,685.6 43.3 18 
Cars operated‘ a.. 27,629 27,365 264 96 


a Average maximum number of cars in service daily. 1Reported by 255 
companies. 2 Reported by 178 companies. 8 Reported by 230 companies. 4Re- 
ported by 214 companies. 


TABLE VII — COMBINED INCOME STATEMENT OF 93 COMPANIES 
OPERATING CITY LINES EXCLUSIVELY 


Per Cent 
Increase Increase 
r (D) or (D) 

1924 1923 Decrease Decrease 

Railway operating revenue.. $349,247,964 $350,874,322 (D) $1,626, ae (D) .46 

Railway operating expense.. 257,388,946 256, 964, 877 "424,0 ey ir¢ 

Net operating revenue.. $91,859,018 $93,909,445 (D) 2,050,427 (D) 2.18 
Net revenue: Auxiliary oper- 

MONS. «sce 3,367,854 3,331,965 35,889 1.07 

WARCR ie le. s osha eee 24,044,781 24,354,592 309,811 1.27 

Operating income...... $71,182,091 $72,886,818 (D) 1,704,727 (D) 2.33 

Non-operating income..... . 5,162,204 5,190,904 (D) 28,700 (D) .55 


23 


Grossincome.......... 


a$76,403,175 b$78,146,819 (D) 1,743,644 (D)2. 
Deductions from gross in- 


SOME, cs’. ss cathw eee eae 60,733,259 58,675,219 | 2,058,040 3.50 
Netincome../........ $15,669,916 $19,471,600 (D) 3,801,684 (D)19.51 
Operating ratio (per cent.).. 73.70 73-23 -47 . 64 
Ratio: Net income to oper- 
ating revenue........... 4.49 5.55 (D) 1.06 (D) 19.10 


a Includes $58,880 equalization income. 
come. 


6 Includes $69,097 equalization in- 


TABLE VIII—OPERATING EXPENSES (BY PRIMARY ACCOUNTS) OF 
93 COMPANIES OPERATING CITY LINES EXCLUSIVELY 


_ Per Cent 
Increase Increase 
or (D) or (D) 
1924 1923 Decrease Decrease 


Way and structures.... $35,065,896 $36,797,154 (D) #1, ay 258 (D) 4.70 


Mquipmeént. 2. AAS eee 32,790,468 31,352,968 4.58 
Power.. 33,682,729 36,450,146 (D) 2,767,417 (D) 7.59 
Conducting transporta- 

WO s508<. 5.5 115,705,847 113,234,028 2,471,819 2.18 
SPAT Xiis5-5\5) sia en ae 628,979 493,609 135,370 27.42 
General and miscellane- 

OUR cine ha se. ice 35,165,637 34,587,227 578,410 1.67 
Transportation for in- 

vestment—Cr....... —174,184 — 138,929 35,255 25.37 

Total operating ex- 

POUKEe? i. sca 4@$257,388,946 b$256,964,877 424,069 .16 


a Includes $4,523,573 undistributed expense. 


b Includes $4,188,673 undis- 
tributed expense. 


TABLE IX—OPERATING STATISTICS OF 93 COMPANIES OPERATING 
CITY LINES EXCLUSIVELY 


oT, Per Cent 
Increase Increase 
or (D) or (D) 
1924 1923 Decrease Decrease 
Passenger car-miles.. . . 745,396,139 745,011,162 384,977 -05 
Total revenue car-miles 747,767,250 _ 747,501,171 266,079 03 


Revenue passengers!,.. 5, 218, 486,238 5, 348, 283, 037 (D) 129, 796, 799 


Transfer passengers?... 1,485,851,328 1,499,527,955 (D 13, 676, 632 (D 91 
Total passengers?..... , 6, 749, 384) 004 6,897, 294, 982 (D) 147,910,978 ep 2.14 
Passenger revenue... .. $340, 688, 213 $342) 007,362 (D) $1,319,149 (D) .38 
Revenue car-hours%. , 79,221,419 78,993,517 227; 902 a2: 
Passenger car-hours’,. . 78,999,684 78,743, a5 256, rie otal 
Miles of single track. . 9,837.4 9,818.5 19 
Cars operated4a. . mI 18,804 18,835 wy 31 . 16 
a Average maximum number of cars in service apf 1 Reported by 91 com- 
anies. 2 Reported by 78 companies. % Reported by 90 companies. 4 Reported 


y 84 companics. 


ay 2, 1925 


ELECTRIC RAILWAY JOURNAL 


711 


ABLE X—INCOME STATEMENT OF III] RAILWAYS OPERATING 
INTERURBAN LINES EXCLUSIVELY 


Per Cent 
Increase Increase 
or or (D) 
1924 1923 Decrease Decrease 
“Railway operatingrevenue $95,267,622 $101,063,931 (D) $5,796,309 (D) 5.7 
“Railwayoperatingexpense 78,316,953 80, 495, 296 (D) 2, 178, 343, (D): 2.71 
Net operating revenue. $16,950,669 $20,568,635 (D) 3,617,966 (D) 17.58 
Net revenue: Auxiliary 
MBPOLAtIONA: ... Vesey 5,611,603 4,994,352 617,251 2s 
BREN. este dic eect eet irs 5,883,625 6, 152, 290 (D) 268,665 (D) 4.37 
Operating income.... $16,678,647 $19,410,697 (D) 2,732,050 (D) 14.07 
Non-operating income... . 1,732,105 1,599,620 132,485 8.28 
Gross income......... $18,410,752 $21,010,317 (D) 2,599,565 (D) 12.37 
Deductions from gross in- 
BARING: ioiaia Bes ay wictate pilabe 18,447,211 18,195,278 251,933 1.38 
Net income. é *$36,459 $2,815,039 (D) 2,851,498 (D) 101.27 
Operating ratio (per cent) 82.21 79.65 2.56 3, al 
Ratio: Net income to 
operating revenue..... * 38 2.78 (D) 3.16 (D) 113.66 


*Deficit. 


TABLE XIII—INCOME STATEMENT OF 57 COMBINED CITY AND 
INTERURBAN LINES 


Per Cent 
Increase Increase 
or (D) or (D) 
1924 1923 Decrease Decrease 
Railway operating revenue $91,543,786 $94,036,833 (D) $2,493,047 (D) 2.65 
Railway operating expense 69,720,865 72,291,798 (D) 2,570,933 (D) 3.56 
Net operating revenue $21,822,921 $21,745,035 77,886 wo 
Net revenue: Auxiliary op- 
erations... 4,448,166 4,045,623 402,543 .99 
Taxed: (0c. saci a 6,504,133 6,749,005 (D) 244,872 (D) 3.63 
Operatingincome..... $19,766,954 $19,041,653 725,301 3.81 
Non-operating income..... 2,478,839 2,581,214 (D) 102,375 (D) 3.96 
Gross income......... $22,245,793 $21,622,867 622,926 2.88 
Deductions from gross in: 
CONIC tic haasa Veh atone 18,773,914 18,392,840 381,074 2.07 
Net income.......... $3,471,879 $3,230,027 $241,852 7.49 
Operating ratio (per cent). 76.16 76.88 (D) .72 (D) .94 
Ratio: Net income to oper- 
atingrevenue.......... 3.79 3.43 . 36 10.49 


TABLE XI—OPERATING EXPENSES (BY PRIMARY ACCOUNTS) OF 
111 RAILWAYS OPERATING INTERURBAN LINES EXCLUSIVELY 


TABLE XIV—OPERATING EXPENSES (BY PRIMARY ACCOUNTS) OF 


Per Cent . ; 
Increase Inerease 57 COMBINED CITY AND INTERURBAN LINES BalCent 
or or 
1924 1923 Decrease Decrease pen Melee cone 
aM and ea vee ripe ole aiearoas (D) ay re (Dy 2: Ae 1924 1923 Decrease Decrease 
(RE DEO Ro ed pha Lh ’ : Way andstructures....... $10,268,555 $11,226,454 (D) $957,899 (D) 8.53 
ee eee, pee i2 8 1M eAT_ CD) TAR aR: 99) | Equipment. 00, 4: ce >> 8,529,695 8,956,166 (LD) 426,471 (D) 4.76 
ve SA 28,667,944 29,068,499 (D) 400,555 (D) 1.38 | Power-..--. . 10,823,805 11,647,399 (D) 823,594 (D) 7.07 
SUES CODE Bia Beas soe? ae 1932 : Conducting transportation 27,879 766 27,958 546 (D) 78780 (D)  .28 
ae oi. 1122 W425) CD) | BBO) 24 W rerattig Wi. iii. seen os 485,112 449,876 35,236 7.83 
eneral and miscella- General and miscellaneous. 10,967,091 11,147,424 — (D) 180,333 (D) 1.61 
mee eee yeciss 12,472,997 12,937,519 (D) 464,522 (D) 3.59 | Transportation for invest 
ransportation for in- wey sat aS 
Eee cone 7324 = 15:066 6,258 41.53 MONt— OK oie cies he eles 33,214 38,365 (D) 5,151 (D) 13.42 
Riataitoperdtinetexs Total operating expense. a$69,720,865 b$72,291,798 (D)$2,570,933 (D) 3.55 
DENBON sg cS eierees $78,316,955 b$80,495,290 (D) 2,178,335 (D)j2.71 a Includes $800,055 undistributed expense. b Includes $944,289 undistributed 


a Includes $187,931 undistributed expense. 6 Includes $166,902 undistributed 


expense. 


expense. 


TABLE XII—OPERATING STATISTICS OF 111 RAILWAYS OPERATING 
INTERURBAN LINES EXCLUSIVELY 


Per Cent 
Increase Increase 
or (D) or (D) 
1924 1923 Decrease Decrease 
Passenger car-miles ..... 200,335,929 202,483,275 (D) 2,147,346 (D) 1.06 | Passenger car-miles....... 
Total revenue car-miles.. 221,392,024 222,435,459 (D) 1,043,435 (D) .46 | Totalrevenue car-miles.... 
Revenue passengers.!.... 798,675,510 850,111,921 (D) 51,436,411 (D) 6.05 | Revenue passengers!..... 
Transfer passengers?..... 138,529,672 140,303,996 (D) 1,774,324 (D) 1.26 | Transfer passengers?...... 
Total passengers!....... . 942,840,718 996,073,786 (D) 53,233,068 (D) 5.34 | Total passengers!........ 
Passenger revenue....... $78,694,254 $83,741,008 (D) $5, 046,754 (D) 6.03 | Passengerrevenue........ 
Revenue car-hours’...... 17,538,703 17,806,295 (D) 267, 592 (D) 1.50 | Revenue car-hours’..,.... 
Passenger car-hours’..... 16,559,006 16,883,604 (D) 224,598 (D) 1.33 | Passenger car-hours’....... 
Miles of single track: so. 8,984.3 8,929.9 54 4 -61 | Miles of single track....... 
Cars operated4a......... 4,304 4,144 160 3.86 | Cars operated 4a.......... 


a Average maximum number of cars in service daily. 


companies. ® Reported by 54 companies. 
ported by 86 companies. 


3 Reported by 90 companies. 


TABLE XV— 


1 Reported by 109 
4Re- | panies. 


ported by 44 companies. 


a Average maximum number of cars in service daily. 
2 Reported by 46 companies. 


OPERATING STATISTICS OF 57 COMBINED CITY AND 
INTERURBAN LINES 


Per Cent 
Increase Increase 
or (D) or (D) 
1924 1923 Decrease Decrease 
204,057,142 200,670,481 3,386,661 1.69 
211,668,910 207,835,542 3,833,368 1.84 
1,076,665,369 987,339,167 89/326,202 9.0 
87 142,239,104 (D) 46, 657, 417 (D) zE 28 
1, 193/870, 787 |, 150,653,618 43, (217,169 3.76 
$84, 809, 260 $87,213,569 (D) $2,404,309 (D) 2.75 
20,270,743 20,161,467 109,276 54 
19, 950, 257 19, 863, 750 86,507 «44 
5,907.2 5,937.2 (D) 30.0 (D) _.48 
4,521 386 135 3,07 
1 Reported by 35) com” 


3% Reported by 50 companies. 4 Re- 


larger group. The total number of 
passengers carried was 8,886,095,509, 
as compared with 9,044,022,386 in 
923, a decrease of 1.75 per cent. 
Operating revenue dropped 1.82 per 
cent from $545,975,086 to $536,059,372, 
or a loss in revenue of $9,915,714. A 
drop in operating expenses of nearly 
1 per cent, however, made the decrease 
in net revenue only $5,590,507. There 
was, therefore, a slight increase in the 
operating ratio from 75.05 per cent to 
75.63 per cent. 

An increase of more than $1,000,000 
in the net revenue from auxiliary oper- 
ations, together with a decrease of 
$823,348 in taxes, further reduced the 
loss, so that the gross income available 
to meet fixed charges was only $3,720,- 
283 less than in 1923. Fixed charges, 
however, increased $2,691,047, or 2.92 

er cent, and the final net income was 

$6,411,330 under 1923. The respective 
amounts were $19,105,336 in 1924 
and $25,516,666 in 1923, or a decrease 
of 25 per cent. 

These net incomes were 3.56 per cent 
of the operating revenue in 1924 and 
4.67 per cent in 1923. 

The outstanding features of this 
statement are undoubtedly the drop in 
the operating revenue and the indica- 


tion that operating costs are becoming 
stabilized. The latter is even more 
significant than the former, for the 
loss in revenue was due to a temporary 
slump in business, which already is 
by way of being forgotten, while the 
stabilizing of costs promises to con- 
tinue to be a source of strength to 
the industry in the future. What 
change there was in cost of operation 
was downward. By reason of it this 
group of companies was able to furnish 
more service in 1924 than in 1923 with 
an expenditure of $4,325,207 less. 
They operated over 3,000,000 more car- 
miles and still reduced operating ex- 
penses more than 1 per cent. 

As already stated, this group of 
companies is made up of city lines, 
interurban lines and combination city 
and interurban lines. In the tables 
there are separate statements for each 
of these groups and each group is 
further subdivided according to the 
sizes of the companies. 

The best showing of the year was 
made by the combination city and 
interurban companies. The number of 
revenue passengers carried increased 
about 9 per cent. Due to a lower 
average rate of fare, however, the 
operating revenue decreased 2.65 per 


cent. This was more than offset by 
a decrease of 3.56 per cent in operat- 
ing expenses, leaving a net revenue 
0.86 per cent greater than in 1923. 
Taxes also were reduced, and although 
fixed charges were higher they were 
not enough to cancel the other gains, so 
that there was an increase of more than 
7 per cent in net income. The operat- 
ing ratio of this group dropped from 
76.88 to 76.16 per cent. 

When the group is further subdi- 
vided according to the sizes of the com- 
panies it is found that the improvement 
is confined to the large companies— 
those earning more than $1,000,000 a 
year. The operating ratio of these 
companies dropped from 75.13 per cent 
to 73.94 per cent and the final net © 
income increased some $314,000, or 
9.27 per cent. On the other hand, the 
medium-sized companies fared badly. 
The operating ratio rose from 83.44 to 
84.76 per cent. The small companies of 
this group, earning less than $250,000 
a year, fared even worse than the 
others. The operating ratio of these 
companies was 87.56 per cent in 1923 
and in 1924 it was 91.94 per cent. 

The interurban companies had a 
very bad year. The combined income 
statement of the whole group, consist- 
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TABLE XVI—INCOME STATEMENT OF 93 CITY COMPANIES, 111 INTERURBAN COMPANIES 
AND 57 COMPANIES OPERATING COMBINED CITY AND INTERURBAN LINES 
(On a ear-mile basis) 


ity Lines -—— Interurban Lines ——, City and Interurban Lines 
1924 1923. Per Cent 1924 1923 Per Cent 1924 1923 Per Cent 
(Cents (Cents Increase (Cents (Cents Increase (Cents (Cents Increase 
per Car- eS) Car- _or(D) perCar-perCar- or(D) perCar-perCar-_or (D) 
‘ Mile) Mile) Decrease Mile) Mile) Decrease Mile) Mile) Decrease 
Railway operating rev- é 
BIO: Rie) Ohlone 46.70 46.93 (D) .49 43.03 45.44 (D) 5.30 43.25 45.25 (D) 4.42 
Railway operating ex- 
ensayo 2s 34.42 34.37 315.5 °35:37-36519 Ce maees 132.945 34.78 ' (D),5.29. 
Net operating rey- 
enuess a5... 12.28" 122.56 ACD)" 2238 7-66 = onze CD mato: wldesi)) 10.47) GD) 1653 
Net revenue: Auxiliary 
operations.......... .45 35: Bee ater THE PED fa 1 12.44 2.10 1.94 8.24 
PERRO Sit (jd Perce aps Se 3221. ~ 32265 SGD) 53. Omar OD eo amesnOsE = 3.25 (D594 
Operating income. 9.52 9-757 GD)" 2336 7.53 8.73 (D) leoinee 9254 9.16 1397 
Non-operating income... .69 520) SCD: 543 .78 B72, 8.33 1.17. 1.24 (D) 5.64 
Gross income... . . 10.21. 10.45 (D) 2.30 8.31 9.45 (D) 12.06 10.51 10.40 1.05 
Deductions from gross 
income. ale Gee wm Pee 3.43:- 8233018208 1.83 8.87 8.85 .22 
Net income....... 2.09) (2.60) CD)r 1962) #2020 alaezee CO mION ot boO45 0 1.55 5.80 
* Deficit. E 


TABLE XVII—OPERATING EXPENSES OF 93 CITY COMPANIES, 111 INTERURBAN 
COMPANIES AND 57 COMPANIES OPERATING COMBINED CITY ve Ne INTERURBAN LINES 
(On a ear-mile basis) 


City Lines 
Per Cent 
Increase 
1924 1923 or (D) 

(Cents) (Cents) Decrease 

Way and structures....... 4.68 4.92 (D) 4.88 

Eqipmient. 3 fishin. 3c 4.38 4.19 4.53 

Power...... 4.50 4.87 (D) 7.60 

Conducting transportation 15.48 15.15 2.18 

MYAG Mea eo tk. ee -08 .07 14.28 

General and miscellaneous 4.70 4.62 eee 
Transportation for invest- 

ment—Cr... .02 O2 Aen 
Pe operating ex- 

MPR ae 34.44 34.39 14 
*Undistributed expense in- 

cluded in total......... -60 235, 9.09 


-—— Interurban Lines——. City and Interurban Lines 


er Cent ent 

Increase Increase 

1924 , 1923 or (D) 1924 1923 or (D) 
(Cents) (Cents) Decrease (Cents) (Cents) Decrease 
6.46 6.39 1.09 4.85 5.40 (D) 10.18 
4.28 4.38 (D)2.28 4.03 4.31 (D) 6.49 
5.67, ,0216; 0b 6.27 0-9.) 5.60. -CD) 8-74 
12.95. 13.07 (D) .092 13.17 13.44 (D) 2.01 

ag 1200 KD)i353 . 23 .22 

SU63 ea Bee een tee. 5:35: 0 (D917, 
01 [ORF pei 01 Obrien tec 
35.37 36.20 (D) 2.30 32.95 34.78 (D) 5.26 
.08 = -.07 14228 37e 4.45 CD) aaa 


ing of 111 companies, shows a net in- 
come of $2,815,039 in 1923 turned into 
a deficit of $36,459 in 1924. Passenger 
traffic was off about 6 per cent and 
operating revenue declined 5.74 per 
cent, while the operating ratio rose 
from 79.65 per cent to 82.21 per cent. 
Taxes went down 4.37 per cent, but 
fixed charges increased 1.38 per cent. 
Again, as in the case of the combina- 
tion group, it was the smaller com- 
panies that were most adversely af- 
fected. 

Operations of the city lines were 
affected more in 1924 by the uncer- 
tain business conditions and less by 
private automobile and bus competition. 
Passenger traffic for the whole group 


decreased only a little more than 2 per 
cent. The average rate of fare, on the 
other hand, was increased from 6.3 
cents to 6.5 cents, so that the decrease 
in revenue was only 0.46 per cent. 
Operating expenses, however, increased 
slightly, 0.17 per cent, so that there 
was a decrease in net operating reve- 
nue of 2.18 per cent. This increase 
in operating expenses was due to the 
fact that practically all of the increase 
in the maintenance of equipment and 
conducting transportation accounts 
described in connection with the review 
of the combined statement of the whole 
industry is chargeable to the oper- 
ations of the city lines. 

The operating ratio went up from 


y TABLE XVIII—SIGNIFICANT RATIOS DERIVED FROM THE FOREGOING TABLES 


93 City Companies -—— 111 Interurban Companies ——~. 57 Companies Operating Combined City | 
and Interurban Lines 
Per Cent Per Cent Per Cent j 
1924 1923 Increase 1924 1923 Increase 1924 1923 Increase — 
Railway operating revenue......... $349,247,964  $350,874,322 (D) 46 $95,267,622 $101,063,931 (D) 5.73 $91,543,786 $94,036,833 (D) 2.65 — 
Per mile of single track........ 1$35,501 1$35,736 (D) .65 $10,603 $11,317 (D) 6.30 $15,497 $15,838 (D) 2.15 — 
Grossincome? inci fcc) isk sos ete $76,403,175 $78,146,819 (D) 2.24 $18,410,752 $21,010,317 (D)12.38 $22,245,793 $21,622,867 2.88 — 
Per mile of single track........ $7,766 $7,959 (D) 2.43 $2,049 $2,352 (D)12.89 $3,765 $3,641 3.40 
Passenger revenue...............- $340,688,213 $342,007,362 (D) .38 $78,694,254 $83,741,008 (D) .60 $84,809,260 $87,213,569 (D) 2.75 
Per revenue passenger......... 16.5¢ 16 .3¢ -18 29 6c 29_ 6c igs 37.9¢ 88.8c (D) 10.22 
Per total passenger..........- 15.0c 15.00, (D) orc: 28. 1¢ 28.2c (D) 1.21 37.1c 37.6¢ (D) 7.58~ 
Per mile of single track........ 34,631 $34,833 (D) .58 $8,759 $9,377, (D) 6.59 $14,357 $14,689 (D) 2.26 
Per passenger car-mile......... }45.7¢ 45.9¢ (D) .43 39. 2c '41.3c¢ (D) 5.08 41.2¢ 43.1c (D) 4.41 
Per car operated.........,5.... 4$16,894 “S16. 946 (D) _.31 6$15,713 6$17,188 (D) 8,58 7$15,107 7$16,357. (D) 7.64 
Per passenger car-hour........ 5$4.08 4.13 (D) 1.21 5$4.20 5$4.36 (D) 3.66 8$3.85 8$3.99 (D) 3.50 
Revenue passengers............--. 15,218,486, 238 RTA i (D) 2.42 2798,675,510 2850,111,921 (D) 6.05 91,076,665,369 997,339,167 9.04 
Per mile of single track........ 1530,910 1545,166 (D) 2.61 290,643 296,665 (D) 6.22 9205,448 9187,796 9.39 
Per passenger car-mile........ 17.0 17.2 (D) 2.78 24.1 24.2 (D) 2.38 95.6 95.3 5.67 
Per car operated.............. 10258,142 10263, 832 ‘Ds 2.16 12172,630 12189,624 (D) 8.96 13229,126 13215,039 6.56 
Per passenger car-hour........ 1162 163 (D) 1.59 55 158 (D) 5.17 1457 1453 7.54 
Totalpassengers.............-.-- 16,749,384,004 16,897,294,982 (D) 2.14 2942,840,718 2996,073,786 (D) 5.34 91,193,870,787 91, 150,653,618 3.75 
Per mile of single track........ 1686,658 1703,062 ‘Ds 2233 2107,004 2113,262 (D) 5.52 9227,813 9218,859 4.09 
. Per passenger car-mile........ 19.0 1 (D)r2al? 25.0 (D) 4.00 96.4 96.3 1.58 
atio: 
Transfer passengers to revenue 
passengers (per cent)........ 28.5% 28.0% 1.78 17.3% 16.5% 4.84 8.8% 14.4% (D) 38.89 
Sevens carsmiles...<3 0s Tk 747,767,250 747,501,171 4.04 221, aoe tat 222,435,459 (D) .46 211,668,910 207,835,542 1.84 
Per mile of single Cease afar raterels 76,012 76, 132, (CD) G57 24,909 (D) 1.07 35,832 35,005 2.36 
Per car operated. . aoe 436,898 436,790 329 1042. 379 1044,365 (D) 4.02 736,982 737,370 (D) 1.04 
Per ear-hours:. s./.) 2st as 58.9 58.9 Aa 510.7 510.6 .94 89.4 89.3 1.07 
Car-houra’. aed cee ee 79,221,419 78,993,517 .29 17,538,703 17,806,295 (D) 1.50 20,270,743 ca ht 54 
Per car operated. .....0..0..-: 1547124 164,112 Ah 163,885 163,808 i] 173,984 174,088 (D) 2. 


19] companies 
2109 companies 
355 companies 


484 companies 
590 companies 
689 companies 


Jose aS 


744 companies 
850 companies 
955 companies 


1082 companies 
1188 companies 
1286 companies 
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73.23 per cent to 78.70 per cent. 
Taxes increased 1.27 per cent and fixed 
charges 3.50. per cent, producing a 
decrease in the final net income of 
19.51 per cent. 

The very small city lines are in the 
poorest condition of any of the groups — 
in the country; their combined oper- 
ations are so comparatively small, how- 
ever, that they weigh very little in the 
group. 


Railway in Phoenix to Quit 
on Oct. 20 


At a recent meeting of stockholders 
of the Phoenix Railway, Phoenix, Ariz., 
it was unanimously voted to cease oper- — 
ations of all of its city and suburban 
lines on Oct. 20. In fulfillment of this — 
action the company has served official 
notice on the Arizona Corporation Com- — 
mission, the City Commission and 
County Supervisors of its intention. 
This notice is signed by M. H. Sherman, 
president, and A. I. Smith, secretary — 
of the company. 

The railway dates back to 1887. It 
was electrically equipped in 1893 and | 
later extended to nearly all sections of | 
the city. Practically all the stock and 
the bonds are understood to be in the 
hands of Los Angeles residents. With 
development of auto transportation, the | 
revenues of the company decreased | 
materially, while paving charges and 
taxes increased. 

A sale of the system is said to have } 
been prevented by a suit for annulment | 
of franchise filed against the company ~ 
by Mayor L. B. Whitney about a year |} 
ago. It is understood that the system | 
will be offered for sale for the value 
of its material. Efforts already have | 
been started looking toward its acquisi- — 
tion by the city, for possible resale or © 
lease. Several members of the City © 
Commission express opposition to | 
abandonment and to reliance on bus © 
lines, two of which have asked for | 
franchises. 

Phoenix is a city of about 30,000. 
The railway has been operating 32: 
miles of line. 


16companies 


1343 companies 
17¢>mpanies 


1448 companies 
1583 companies 


ay 2, 1925 


$39,734 After Dividends for 
_Baltimore Interurban 


Actual earnings of the Washington, 
3altimore & Annapolis Electric Rail- 
‘oad, Washington, D. C., for the year 
—nded Dec. 31, 1924, applicable to inter- 
st on the funded debt were $713,135, 
or approximately 1.4 times the interest 
tharges. Out of this sum $139,065 was 
set aside for depreciation and mainte- 
-iance and $39,334 for amortization of 
-liscount on funded debt, with the result 
hat after these charges and the pay- 
ment of $516,205 for interest on the 
<unded debt, there remained a balance 
of $18,529. To this there is added a 
orofit and loss credit of $47,612, bring- 
ng the profit and loss for the year up 


SUMMARY OF INCOME¥AND PROFIT AND 
LOSS OF THE WASHINGTON, BALTIMORE 
& ANNAPOLIS ELECTRIC RAILROAD 


Year Ended Dec. 31, 1924 


Pperating revenue............-.-20-2-5 $2,818,084 
ting expenses prior to provision for 
POBPOCIRGION Ai isinic.« <25,cuk stresses 2,017,303 
Net operating revenue prior to provision 
for depreciation... 6)... iec ce cee Js $800,781 
Taxes assignable to railway and other 
BIDET GONE Vite reteiaaitierianiee e's beste s 117,085 
Operating income prior to provision for 
Barcciationoer kwon ste eee teats o: $683,695 
Non-operating income (net)............. 29,439 
Gross income for the year applicable to 
interest on funded debt............ $713,135 
Deductions from gross income: 
Interest on funded debt..... $516,205 
Amortization of discount on 
funded debt, ete........... 39,334 
Provision for depreciation... 139,065 
——_ 694,605 
Net income for the year................ $18,529 
Profit and loss net credits during the year 47,612 
Profit and loss gross surplus for the year.. . $66,142 
Dividends paid (1} per cent on preferred 
capital stock outstanding).......... 26,407 
Profit and loss surplus for the year...... $39,734 
Profit and loss surplus at beginning of the 
EDGES Seiler rse Mor ener are 488,103 
Profit and loss surpluse at close of the year $527,837 


to $66,142. Preferred dividends took 
$26,407, leaving the profit and loss at 
$39,734. 

The report is not only the report of 
the Washington, Baltimore & Annapolis 
Electric Railroad but includes also the 
operations of its subsidiaries—the An- 
napolis & Chesapeake Bay Power Com- 


pany, the Terminal Real Estate Com-. 


pany and the Maryland Development 
& Realty Company of Anne Arundel 
County. The last two named corpora- 
tions are minor companies, adjunctive 
to the parent corporation. But the first 
one, the Annapolis & Chesapeake Bay 
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Power Company, which one commen- 
tator says “has contributed this addi- 
tional sum to the treasury for the year, 
gives promise of becoming a powerful 
factor and a large earner for the parent 
company.” 

In the operation of the railway sys- 
tem proper the per-car-mile earnings 
for 1924 dropped to 52 cents, as against 
54.3 cents in 1923, and 56.13 cents in 
1922. It must be borne in mind, how- 
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ever, that the company applied to the 
Public Service Commission of Mary- 
land about the middle of the year for 
an increase in passenger and freight 
rates to offset substantial increases in 
employees’ wages and the benefit of 
these fare increases did not accrue to 
the company until the latter part of the 
calendar year. Among current assets 
the company shows cash of $215,688 and 
marketable bonds valued at $408,390. 


Detroit United Affairs Being Discussed 


Expectations Ahead That Refinancing Plan May Be Submitted Soon— 
Receivership Action in Best Interests of Everybody—Railway 
and Bus Articulation Program Proceeding 


OTHING tangible, nothing definite, 

has been done toward working out 
a financial program for the Detroit 
United Railway for the future. It is 
true there has been some discussion 
among large Canadian holders of the 
stock of the company in regard to the 
best course to be pursued, but that is as 
far as matters have gone. New York 
financial interests in intimate contact 
with the affairs of the company antici- 
pate possible action in the near future, 
but events are shaping themselves 
slowly so that the program finally de- 
cided.upon may be made to care ade- 
quately for the future. 

In this connection opinion in New 
York reflects the very meager infor- 
mation from Toronto that an assess- 
ment of stockholders is in prospect. The 
extent of this assessment is not certain, 
but it may possibly be as much as 33% 
per cent. At first appearance this 
might seem to be a heavy burden, but 
it would only be so relatively. Large 
holders of stock are said to be agreed 
that this is the best way out, and indi- 
cations point to a possible definite state- 
ment being made soon to all the stock- 
holders. 

An assessment such as has been sug- 
gested would require present holders to 
contribute an additional $5,000,000, but 
the raising of this sum would permit 
the company to meet obligations neces- 
sary to be got out of the way and at 
the same time would provide funds to 
carry out unimpeded the program for 
rehabilitation, with which the sponsors 
for the bonds are in accord. 

It is in the interest of the stock- 
holders more so than it is of the bond- 
holders that the system be preserved as 
a whole. In fact, the application for 
the appointment of receivers was pre- 
saged on this very need. As a means 
to this end the Yellow Coach Manufac- 


turing Company acted in an entirely 
friendly capacity as a party to a pro- 
ceeding that was perfectly logical and 
thoroughly in keeping with precedent 
in similar cases, notably the railway 
receiverships in New York and Pitts- 
burgh and more recently the action in 
the caserof Union Traction Company of 
Indiana, in all of which preservation of 
the rights of every one concerned was 
sought to be achieved pari passu 
through a particular creditor acting 
in behalf of himself and others. 

At the time of the receivership every 
effort was made to emphasize the 
friendly nature of the proceeding, but 
it has since come to the attention 
of the railway management that an 
effort had been made in some quar- 
ters to attach to the purely friendly 
proceeding of the Yellow Coach Man- 
ufacturing Company an onus for 
what it did that does not square 
with the facts. As a result T. P. 
Pinckard, president of the People’s 
Motor Coach Company, affiliated with 
the Detroit United, and other officers of 
the company have had occasion to put 
themselves formally on record with 
respect to the receivership proceeding 
to the end that the matter shall be thor- 
oughly understood. After making full 
acknowledgment of the invaluable serv- 
ice of the operating experts of the Yel- 
low Coach Manufacturing Company, and 
above all of the very liberal terms and 
conditions upon which all of the bus 
negotiations were made, without which 
it would have been almost impossible for 
the coach operations to have been under- 
taken. Mr. Pinckard says that even in 
the face of the possibility of the manu- 
facturer suffering large losses the at- 
titude of the Yellow Coach Manufac- 
turing Company “was as favorable and 
as helpful as it has always been, and I 
defy any one to face me with the accu- 


STATISTICS OF OPERATION OF THE WASHINGTON, BALTIMORE & ANNAPOLIS ELECTRIC RAILROAD 


Car-MILES 


On W., B. & A. On Tracks Op- 


E. R.R. 
Tracks 


4,292,886 
251,333 
10,070 


4,554,289 


All car-miles are based on our standard equipment, viz., 40-ton cars. 


REVENUE PASSENGERS CARRIED 


1921 
4,692,860 


1923 
4,644,472 


1922 
4,570,996 


1924 
4,429,387 


EARNINGS 
1924 1923 1922 1921 1920 1919 
erated Under Per car-mile (cents) 52.00 54.30 56.13 53.60 53.48 47.28 
nror ant Total Per miles of track 
1 operated........ $17,763 $18,152 $18,248 $18,841 $19,907 $20,875 
429,467 4,722,353 Per mile of road.... $32,212 $32,916 $33,092 $34,173 $38,077 $39,450 
20,316 271,649 | Perpassenger (cents) 46.76 45.58 46.98 45.97 44.27 41.03 
ceseees 10,070 STATEMENT OF MILEAGE 
ae W., B. & A. On Tracks Op- 
wor 500407 On Bit t- On teats Op 
Trac Contract Total 
Miles of single track...........-.+++5 73.524 6.667 80.191 
Miles of second track..............++. 40.934 6.667 47.601 
Miles of sidings and turnouts......... TR CAT) Sena neo 18.8708 
1929 1919 * Total mileage operated............- 133.3288 13.334 146. 6628 
3,992,991 4,608,875 Includes Annapolis Short Line. 
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sation that it has pursued other than 
an honorable and a _self-sacrificing 
course throughout the entire matter.” 

Other officers of the railway are no 
less insistent. Sir Thomas Tait, vice- 
president of the railway, is on rec- 
ord to the effect that the petitioner 
“acted throughout the whole affair in a 
most friendly, generous and construc- 
tive manner.” As one of the directors 
who had to do with the negotiations, he 
says that the assistance and co-opera- 
tion of the manufacturer in the matter 
“merit thanks and appreciation.” 

Thomas G. Long of counsel for the 
railway also has gone similarly on 
record. 

Mr. Long has said: 

When toward the end of the first week 
in March, the affairs of the railway became 
critical, the most serious question confront- 
ing those then handling the affairs of the 
railway was just where they could look for 
friendly co-operation. The suggestion of 
Mr. Babcock, secretary and treasurer of 
the Yellow Coach Manufacturing Company, 
that the Yellow Coach Manufacturing Com- 
pany would be glad to file a petition for a 
receivership for the protection of all con- 
cerned was a great relief to all of us. It 
was very apparent to all of us that no 
action other than an equity reecivership 
could protect the situation. 

So much for that phase of the matter. 
As to the future, some aspects ahead 
have already been touched upon. Cur- 
rent earnings of the system are holding 
-up well. There is still a considerable 
measure of duplication of service, but 
that will be corrected just as soon as 
the bus and the railway services can be 
articulated to the best advantage. This 
is a matter of experiment. Despite the 
need for conservative management there 
is apparently no desire on the part of 
the officials to push one type of service 
at the expense of the other. Indeed, 
that would in no way solve the problem. 

Not every one may be inclined to 
agree with the opinion recently ex- 
pressed that “if the motor bus develop- 
ment of the company had got under 
way twelve months earlier a receiver- 
ship would not have happened as it 
did,” but this is the opinion of a dis- 
interested observer writing recently in 
the Wall Street Journal from Detroit. 
This same unusually well informed au- 
thority says that taken by and large the 
situation of the Detroit United appears 
to be simply one of a famine in work- 
ing capital occurring in the midst of an 
important evolution in its business. 
This famine in working capital would 
be promptly corrected under the assess- 
ment plan suggested, which, as has been 
pointed out, would preserve the prop- 
erty as a whole and increase the 
equity of the stockholders who do their 
part. 


Wants to Abandon Line 
in Troy 


The United Traction Company, Al- 
bany, N. Y., applied to the Public Serv- 
ice Commission on April 27 for permis- 
sion to abandon its Oakwood Avenue 
line in Troy. H. B. Weatherwax, presi- 
dent, said that the paving program of 
the city would cost the company ap- 
proximately $54,000; that the line had 
never been operated at a profit, and that 
there.was no reasonable prospect that 
in the future sufficient revenue could be 
obtained from its operation to pay its 
proper proportion of expenses of opera- 
tion, taxes and interest. 
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The company offered to serve the 
territory with buses at a rate of fare 
to be the same as might from time to 
time be charged by the United Traction 
Company on its trolley lines in Troy, 
with interchangeable transfers. 


Seattle-Rainier Purchase Brings 
Up Many Points of Difference 


In the opening conference between 
representatives of the city of Seattle 
and officials of the Seattle & Rainier 
Valley Railway, on the proposed pur- 
chase of the traction company’s system 
by the city, the two groups of officials 
questioned the correctness of the ap- 
praisal set by the experts for the city. 
Walter M. Brown, general manager of 
the company, held that the city’s ap- 
praisal of $1,045,547 was $500,000 too 
low. Another question which Mr. Brown 
says he will bring up is the interest 
paid by the company on construction 
bonds. He also pointed out that in the 
city’s appraisal no allowance was made 
for franchise value, engineering, legal 
and general expense. 

Mr. Brown also questioned the value 
placed on the company’s steel cars. 
These items will all be considered at 
a second meeting in the near future. 

The appraisal value set by the recent 
survey of the utilities department is 
$210,000 higher than an apprasial made 
of the same property a little less than 
five years ago by City Councilmen. 

The detailed appraisal shows that the 
gross revenues of the line in 1924 were 
$34,000 less than in 1923. A report 
made by D. W. Henderson, superintend- 
ent of the Seattle Municipal Railway, 
showed that the gross revenues for 
1923 were $460,609 and the operating 
expense $302,719, leaving a total of 
$157,889 as operating income, from 
which $110,380 was to be paid in real 
and personal taxes and interest on 
delinquent taxes. The report of Mr. 
Henderson set forth that by the elimin- 
ation of taxes and other items the city 
could operate the lines $200,000 cheaper 
than could the private concern. 


Value Reduced.—The capital value of 
the Youngstown Municipal Railway, 
Youngstown, Ohio, has been reduced 
$35,038 by the City Council. This is 
the result of returning the North 
Avenue power station to the Pennsyl- 
vania-Ohio Power & Light Company. 
Reducing the valuation saves approxi- 
mately $2,450 a year in interest. 

Partial Abandonment Petition Before 
Commission. — The Alabama Power 
Company has applied to the Public 
Service Commission for permission to 
abandon and dismantle its railway serv- 
ice and tracks in Anniston, Ala., on 
Moore Avenue between Thirteenth 
Street and Tenth Street and on Tenth 
Street between Moore Avenue and 
Noble Avenue. 


No Dividend in Stock for American 
Light & Traction—The American Light 
& Traction Company, New York, N. Y., 
has declared a quarterly dividend of 13 
per cent in cash on the common stock, 
payable on May 1 to stock of record 
April 15. Heretofore the company has 
paid 1 per cent in cash and 1 pez cent 
in common stock quarterly on the com- 
mon. The regular quarterly dividend 


less than in 1923. Operating expenses, _ 
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of $1.50 was also declared on the pre- 
ferred, payable May 1 to stock of 
record April 15. The company’s com- 
mon capital stock has been increased 
since June 30, 1909, from $8,279,100 to 
an amount now outstanding of $32,195,- 
000, practically all of which has been 
paid in at par through the medium of 
stock dividends issued against undivided 
surplus. 

Earnings of Main Road Off.—March 
recorded the largest drop in gross 
revenue since the 8-cent fare went into 
effect on the Portland Railroad, Port- 
land, Me., operated by the Cumberland 
County Power & Light Company. 
Revenue from the railway department 
during March was $132,808. This rep- 
resented a decrease of $19,647 over the 
revenue from the same department in 
March, 1924. For the first three 
months of the current year the gross 
revenue has been $410,418 and the 
decrease in returns as compared with — 
the first three months of 1924 has been 
$43,284. This condition is attributed in 
part, and particularly in March, to the 
open winter, the unusually warm 
weather, and the tremendous increase © 
in number of automobiles purchased. | 

Seeks to Abandon All Railway Lines. — 
—The Union Traction Company, Santa © 
Cruz., Cal., has applied to the Railroad 
Commission for authority to abandon 
operation of its remaining railway 
facilities between the intersection of 
Mission Street and Pacific Avenue and | 
a point opposite the Casino, and to 
abandon service thereon. The company 
was previously authorized by the 
Railroad Commission, subject to ap-— 
proval by city officials, to abandon 
service on its Cliff Drive line, but © 
the City Council refused to act, stating 
that when the company desired to 
abandon all its service it would grant 
the necessary authority. 

Salt Lake City Company Reports for 
1924.—Operating income of the Utah 
Light & Traction Company, Salt Lake 
City, Utah, for 1924 is shown in a re- 
port filed with the Public Utilities Com- 
mission of Utah to have been $378,608. 
This, including taxes for the year paid, 
is 4.16 per cent of the valuation of the 
company as set up by the commission 
for rate-making purposes. The state- 
ment shows railroad operating revenues © 
for the year of $1,853,000, about $5,000 


however, increased $8,000. Taxes, | 
$129,100, were $6,300 less than in the 
previous year. The report shows a non- — 
operating income from rental of the — 
power plant of the company and the 
gas equipment at Ogden of $535,000, an © 
increase of $43,000 as compared with — 
the previous year. Gross income, there-:_ 
fore, was $910,000, while fixed charges, 
included $841,765 as interest on funded 
debt;. $67,589 other interest, and $15,- 
168, amortization of discount on the 
funded debt. This leaves a deficit in 
the income for the year of $14,159. 
The increase in the operating expenses 
is more than accounted for by an in- 
crease of $74,000 in expenditures on the 
equipment. Correspondingly, the ex- 
penditures under the heading cost of 
conducting transportation were reducec. 
$54,000 in the one year, of which $51,— 
000 was reduction in the total paid te 
passenger conductors, motormen and 
trainmen. % 


‘ 
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‘FEDERAL District CourtT.—Review of 
Valuation by Public Utilities Com- 
mission. 

The District Court will not review 
the valuation of a public utilities com- 
mission of the property of a utility, but 
will merely determine whether the 
valuation and rate fixed by the com- 
mission are confiscatory. If they are 
confiscatory, it is for the commission 
and not the court to make the correc- 
tion. (Ohio Bell Telephone Co. vs. 
Public Utilities Commission, 3 Federal 
(Second) Rep., 701.) | 


FEDERAL SUPREME CouRT.—Determina- 
tion of Reproduction Value and 
rate of Return. 

Reproduction value should include 
a reasonable allowance for organiza- 
tion expenses, interest during the con- 
struction period, and other overhead 
charges which necessarily would be 
incurred in reproducing the utility. 
Proof of actual expenditures for these 
purposes, while helpful, is not indis- 
pensable. A rate which allowed this util- 
ity less than 5 per cent on the value 
of its property was confiscatory. (Ohio 
Utilities Co. vs. Public Utilities Com- 
mission of Ohio, 45 Supreme Court 
Rep., 259.) 

FEDERAL SUPREME CourRT. — Operation 
at Loss Does Not Warrant Aban- 
donment of Part of Lime. 

A public utility cannot, because of 
loss, escape obligations voluntarily as- 
sumed. The fact that a company must 
make a large expenditure in relaying 
its tracks because of change of grade 
and expects a deficit from operation 
does not render the order void. The 
company is at liberty to surrender its 
franchise and discontinue operation 
throughout the city, but it cannot con- 
tinue to enjoy its franchise and escape 
from the burden incident to its use. 
(Fort Smith Light & Traction Co. vs. 
Bourland et al, 45 Supreme Court 
Rep., 249.) 

FEDERAL SUPREME CouRT.—State Stat- 
ute Prohibiting Interstate Opera- 
tion of Bus a Violation of Com- 
merce Clause. 

The plaintiff wished to operate an 
auto-bus line between Seattle, Wash., 
and Portland, Ore., and obtained an 
Oregon license. His certificate of 
public convenience and necessity in 
Washington was refused by the State 
Director of Public Works under the 
laws of state, which declared such a 
certificate may not be granted for any 
territory already adequately served 
by the holder or holders of existing 
certificates. State regulations, which 
are adopted primarily to promote 
safety on the highways and conserva- 
tion in their use are not obnoxious to 
the commerce clause, provided the in- 
direct burden imposed by them upon 
interstate commerce is not unreason- 
able. But a state law, which prohibits 
competition and allows the use of the 
highways to some but not to others and 
permits state officers to determine 
Whether the facilities for conducting 
interstate commerce are adequate, is 


forbidden by the commerce clause of 
the United States. (Buck vs. Kuy- 
kendall, 45 Supreme Court Rep., 324.) 


Kentucky.—Injury to Automobile In- 
closed by Curtains. 

Where a motorman did not signal 
by bell or horn to an automobile on 
the track, when that automobile was 
fitted with curtains which obscured 
the sight of the driver, the motorman 
was guilty of negligence. (Price vs. 
Kentucky Traction & Terminal Co., 
269 Southwest Rep., 303.) 
Missourt.—Street Workman and Hu- 

manitarian Rule. 

While the humanitarian rule will not 
ordinarily be applied in all its strict- 
ness to section men or track men whose 
business is to keep tracks of railroads 
and street railway companies in repair 
yet where work had been carried on 
in a street for some time, so that motor- 
men should know that laborers were 
repairing the pavement near the track, 
an instruction permitting a verdict in 
favor of such a laborer on_ the 
hypothesis that the motorman saw “or 
by the exercise of ordinary care would 
have seen” him in a position of peril 
in time to avert the injury was up- 
held. (Thomas vs. Wells, 267 South- 
west. Rep., 46.) 

NEw JeERSEY.—Burden 
Negligence. 

A passenger complained that while 
stepping from the lowest car step to 
the ground, she received a shock from 
currents which were permitted to leak 
to the step of the car, and when asked 
how she knew it was an electric shock, 
she said she felt the same sensation 
as when using electric batteries for the 
cure of rheumatism. The court held 
that unless the defendant was able to 
rebut this testimony, the jury was 
entitled to draw the inference of negli- 
gence. (McKittrick vs. Public Service 
Railway, 128 Atlantic Rep., 226.) 
PENNSYLVANIA. — Passenger Injured 

While Entering Left-Hand Door. 

A passenger signaled a trolley car 
which stopped. The passenger then in- 
dicated her intention to board it by the 
usual right-hand rear-entrance. The 
conductor refused to admit her there 
and opened the left rear door because 
the car was on the side of the highway 
and the ground on the left-hand side 
was higher. While the passenger was 
boarding the car on this side, she was 
struck by an automobile. The com- 
pany claimed that the automobile driver 
was the only one negligent and the 
Supreme Court of Pennsylvania affirmed 
this view. [Martin vs. Philadelphia 
R. T. Co., 127 Atlantic Rep., 765.] 
RHODE IsLAND.—Liability for Cost of 

Strengthening Bridge Over Rail- 
road. 

The Public Utilities Commission was 
held to have jurisdiction after proper 
hearing, to order a steam railroad to 
repair or reconstruct the framework 
of a bridge over its right-of-way so as 
to permit the location thereon of a 
second street railway track, subject to 
the requirement that the street railway 


of Proof of 
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pay the expenses incident to this extra 

burden. (United Electric Railway vs. 

City of Cranston et al, 128 Atlantic 

Rep., 213.) 

TENNESSEE—Anti-T rust Act Is Inappli- 
cable to Public Utility. 

Because of consolidation and vari- 
ous energy purchase contracts, several 
power plants in Tennessee were shut 
down. The attorney general brought 
suit under the State anti-trust Act on 
the ground that there was a monopoly 
in the production, distribution and sale 
of commercial electricity. The Supreme 
Court held, however, that utility com- 
panies subject to the control of the Pub- 
lic Utility Commission did not come 
under the Anti-Trust Act, as their 
prices are subject to the power of regu- 
lation and control by the state. (State 
ex rel. Thompson vs. Nashville Rail- 
way & Light Co. et al., 268 Southwest 
Rep., 120.) 

VERMONT. — Power of Public Service 
Commission Limited. 

The Public Service Commission of 
Vermont has only such powers as are 
conferred upon it by the Legislature. 
It has no power to relieve a railway 
of the duty of maintaining its tracks 
in a city street and no power to author- 
ize the railway to abandon operation 
on part of its lines. Where a railway 
threatens to discontinue a service, the 
town affected may apply for relief to 
the Chancery Court, which will decide 
whether a temporary or a permanent 
injunction shall issue. [Town of West | 
Rutland vs. Rutland Railway, Light & 
Power Co., 127 Atlantic Rep., 882 and 
883 (two cases).] 

ViRGINIA—Power of State to Fix Rates 
and Permit Railway to Abandon 


Line, Notwithstanding Contract 
with City. 
Under the Virginia constitution, 


though the State may confer on a city 
the power to contract as to rates of 
public service corporations using the 
streets, the State may change the terms 
of such contract between city and util- 
ity through the exercise of its police 
power. Such a regulation by the State 
does not impair the obligation of con- 
tracts between the city and the public 
service corporation, since the contract 
was entered into, subject to the State 
exercise of police power. The State 
may also, under proper condition and 
to avoid confiscation, permit a street 
railway to abandon facilities. Under 
the Federal Constitution, a street rail- 
way cannot be obliged to continue oper- 
ation of a particular line, where such 
continued operation would result in the 
confiscation of property, and therefore 
the taking of property without due 
process of law. [City of Richmond vs. 
Virginia Ry. & P. Co., 126 Southeast 
Rep., 353, also City of Portsmouth vs. 
Same (two cases), 126 S.E. Rep., 362, 
366.] 

WEsT VIRGINIA. — Repudiation of Ie- 

lease. 

In an action for damages for per- 
sonal injuries, the plaintiff cannot 
repudiate a written release of all 
claims arising out of his injuries on 
the ground of fraud or mental incom- 
petency to contract, unless he returns 
everything of value received by him in 
consideration for the release or offers 
to do so. (McCary vs. Monongahela 
Traction Co., 125 Southeast. Rep., 92.) 
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finished in plush and fabrikoid instead 
of rattan. Trolley retrievers are used 
in place of catchers, and pilots are sup- 
plied instead of the lifeguards used on 
the city cars. Detailed specifications 
of the 83 cars are given in the following 
table: 


Number of cars ordered... 00. ssseeees 83 
Date order was placed........ March, 1925 
DWatezor delivery. seis ete Summer, 1925 


Builder of car body..Standard Steel Car Co. 
Type of car, ’ 

Low floor-multiple-unit, safety city 

Seating capacity (in train)..52 as first car 

56 as second car 


Weights: 

Car body with equipment...... 22,000 Ib. 

EDEUICICS Sc iaielsinrertin seas ave a hielo Meat tetege ,000 1b 

(SS PS OG Sloe Gr LATnOnns aS = 39,000 Ib 
Bolster centers, length.......... 21 ft. 8 in, 
Lene th overall iain atae iene 45 ft. 0 in. 
Truck wheelbase. aicc cles & ekucrs ee 5 ft) 6.in. 
WiiGithmoviersoallll sever aneniesatersnousneyey: 8 ft. 14 in, 
Height, rail to trolley base....10 ft. 10% in. 
1S tole AN APIS DSI OH CORE SOIC OO rep uh b Steel 
Leela Key y hone el Een AOint raleroitad Gieede col Cherry 
FPA CHIMING Bist evearesketete sucueser stoke ieee ete Haskelite 
EVOOLs Haieie avevelelelepane teatin. stata le toliate see aeoeaae Monitor 
PAT Drak CSitis<ie/shereerote sete teteterernae Westinghouse 
AACS eosin hveroran st otanenelial’ste 4-in. forged steel 
Bumpers an edo akesom rave Hedley anti-climber 


Car signal system, 
Electric Service Supplies Company 
Cari dnmmingsherts. ele wee Statuary bronze 
Center and side bearings, ree 
P. R. Co, center, Stucki, side 
Conduits and junction boxes, 

Crouse-Hinds sheet steel 
Controlaiieatnists atte tere Westinghouse HL 
Couplers see ees Westinghouse K-1 
Curtain fixtures..Curtain Supply Company 
Curtainimaterigbss seas as iexts)c ier Fabrikoid 
Designation signs 
Door-operating mechanism, 

National Pneumatic air engines 

Fare boxes Cleveland No. 4 

Gears and pinions........... Nuttal, helical 

Hand brakes...Peacock, staff and staffless 
Heater equipment, 

Consolidated Car Heating Co. 

Headlights. anette econ scveiets Dayton, U. S. 

JTOULNALS POKES. pel ete alayers ete retene oa Symington 

Lightning arresters ..... Westinghouse K-3 


WNLOTOZ SH ths tye reheretet ets Four Westinghouse 514-P, 

inside hung 
Registers if. < <ctsiaie ot .International Type 10 
Sanders tase tevetaiei: Nichols-Lintern, air type 
Sash fixtures)! .c15 {2.ceasbak ays soem Dayton 
SEES Tog OA UGan es Cows cod Hale & Kilburn 
Seating sw material vio cece eee Rattan 


Sten atredds ie Wa. hve cancel ceo Feralun 
Mropley TCAtCHers se tcielaenokie ainicnonerecctenees Ideal 
Trolley base .......... Westinghouse 13-E 
AVANT sob Aen fom FaseUcOOMDOag Heo 6 Arch bar 
Wentilatore \. fam, cae Peerless and Perry 
Wy Aver’ Ee qs chon Mor a Ber goto A 26-in, diam. 


Marion & Bluffton Traction Company, 
Bluffton, Ind., will purchase two new 
interurban cars. Authority to issue 
$32,000 in notes has been asked of the 
Indiana Public Service Commission for 
this purpose. 


United Traction Company, Albany, 
N. Y., will order 42 new buses following 
the truce reached between the company 


and the city over the matter of rates 
of fare. 


Cleveland Railway, Cleveland, Ohio, 
recently placed orders for 60 buses to 
go into service on the Cleveland streets 
July 1. Thirty of the buses are of the 
six-wheel, double-deck type with a 
capacity of 62 passengers. The other 
30 are White single-deckers on Kuhl- 
man bodies with a capacity of 29 pas- 
sengers each. The double-deck buses 
are to be used on two main lines paral- 
leling existing street car lines, one 
going east from the Public Square and 
the other west. A number of the single- 
deck buses will be used as feeders to 
the railv-ay. 


Kansas City Railways, Kansas City, 
Mo., will open bids on May 9 on the 
three styles of bus to be used in the new 
service. The request for bids was for 
61 buses, including 40 single-deck buses, 
sixteen double-deck buses and five spe- 
cial parlor cars. 
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Track and Line 


Philadelphia, Pa.—Director Ehlers of 
the Department of Transit has awarded 
a contract to the Keystone State Con- 
struction Company for the third section 
of the Broad Street Subway between 
Stiles and Filbert Streets at its bid of 
$16,863,436 and limited the amount to 
include extra work to $17,700,000. 


Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., will soon 
start ‘reconstruction of its double-track 
line on Third Street from Chestnut 
Street to Galena Street. Completion 
of this improvement will give the com- 
pany a new concrete structure for the 
full distance of the Third Street line, 
starting from the downtown section. 


Portland Electric Company, Portland, 
Ore., has presented a proposal to the 
Multnomah County Commissioners by 
which the company plans to spend 
$120,000 in building a double track on 
the west side of the Greeley Street cut- 
off from Killingsworth Station to Stan- 
ton Street. This new track will con- 
nect with the Mississippi Avenue line. 


Puget Sound Power & Light Com- 
pany, Chehalis, Wash., plans to build a 
spur track into the fair grounds from 
the interurban line which runs near 
by. This will provide added transporta- 
tion facilities for the Southwest Wash- 
ington Fair, held at Chehalis, Wash., 
annually. 


Seattle Municipal Railway, Seattle, 
Wash., plans to extend the 23d Avenue 
car line across the Montlake-Stadium 
bridge to the Stadium. Seattle banks re- 
cently purchased a $99,000 issue of 6 
per cent railway utility bonds paying 
par and accrued interest for this con- 
struction. 


Trade Notes 


Brinard Sales & Construction Com-. 


pany, Inc., New York City, N. Y., rail- 
road supply and equipment business, 
has been chartered at Albany with 
$10,000 capital. M. R. Briney, Brook- 
haven, L. I.; J. J. Hubbard, 55 South 
Seventh Street, Mount Vernon, N. Y., 
and Edward Shannahan, 582 Eleventh 
Street, Brookline, are the directors and 
subscribers. C. C. Cormany, 90 West 
Broadway, New York City, is attorney. 


Industrial Works, Bay City, Mich., 
has announced that Lyle Marshall, 
former manager of the service depart- 
ment and later connected with the Chi- 
cago office, has been appointed district 
sales manager with new offices at 619 
Dixie Terminal Building, Cincinnati, 
Ohio, also that+James E. Shearer, 
assistant sales manager, has moved his 
headquarters from the home office to 
the New York office, 50 Church Street. 
George T. Sinks, in charge of the New 
York district, will remain in that posi- 
tion. 


Chemical & Vacuum Machinery Com- 
pany, Buffalo, N. Y., has announced 
that H. E. Neubauer, formerly assist- 
ant chief engineer of the Buffalo Foun- 
dry & Maehine Company, later vice- 
president of O. S. Sleeper Company, 
Inc., has become associated with it as 
chief engineer, 
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Illinois Paying Brick Manufacturers 
Association Chicago, Ill, has an- 
nounced that Lindsey E. Thompson has 
accepted a position as field engineer, 
with headquarters jin Webster City. 
Until recently Mr. Thompson was sales 
manager of the National Sewer Pipe 
Company of Webster City, Iowa. ‘ 


Gardiner & Lewis, Inc., New York, 
N. Y., has been succeeded by the Lewis 
Asphalt Engineering Corporation. The 
main offices of the concern—engineers 
and manufacturers specializing in pro- 
tection against water and corrosion— 
continues at the old address, 30 Church 
Street, New York City. The change of 
name carries with it no change in 
ownership, management or policy, nor 
in the administrative and _ technical 
personnel. The officers of the company 
are: R. W. Lewis, president and treas- 
urer; R. B. Reid, vice-president and 
general manager; J. W. Winkler, sec- 
retary. Frank Russell is sales man- 
ager at New York, C. W. Merriken at 
Chicago, and A, A. Gould at Cleveland. 


General Electric Company, Schenec- 
tady, N. Y., paid in awards $39,531 to 
3,244 employees during 1924 for sug- 
gestions which increased the efficiency 
of the company’s operations. The sug- 
gestions ranged from those covering 
safety devices for the protection of 
workers to ideas on improved methods 
of manufacturing electrical apparatus, 
and the awards ranged from $1 to 
$1,000. In 1928, $22,988 was distrib- 
uted to 1,752 employees and the high- 
est award was $500. The awards may, 
at the option of the recipient, be paid 
in 8 per cent G. E. employees’ securi- 
ties corporation bonds. 


Westinghouse Air Brak@ Company, 
Wilmerding, Pa., at the last annual 
meeting of its stockholders elected vice- 
president S. G. Down a member of the 
board of directors, filling a vacancy on 
the board created by the late Morris 
Rosenwald, Chicago. Mr. Down went 
with the company on Jan. 1, 1902, and 
the first duty assigned to him was that 
of an instructor on the instruction car. — 
Since then he has advanced through the 


_various positions of air brake inspector, | 


mechanical expert, district engineer, — 
assistant district manager, district — 
manager, president of the Westing- | 
house Pacific Coast Brake Company | 
and general sales manager, until he 
was elected vice-president in January, | 
1928, which position he now holds. z 


New Advertising Literature 


General Railway Signal Company, 
Rochester, N. Y., has issued Bulletin - 
No. 148, entitled “Signaling at the Age 
of Maturity,” by Sedgwick N. Wight, 
commercial engineer. The subject mat- 
ter in the bulletin was presented in the 
form of an address before the Signal 
Section of the American Railway Asso- 
ciation on March 18, 1925. Because of 
the large number of requests for copies: 
of the address it is presented in bulletin 
form. } 

Taylor Electric Truck Company, 
Troy, N. Y., has issued a small folder 
covering briefly its line of electric rail- 
way car trucks, and coil and elliptic 
springs for electric railway cars and) 

uses, 
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New Type Link 


Brill 79-E Truck 


For short-length light-weight 
cars the Brill 79-E ‘Type truck 
has conclusively demonstrated 
that it provides the necessary 
smooth and easy riding quali- 
ties; that its popularity is due 
to the general satisfaction its 
operation affords; and that its 
design and construction em- 
bodies the latest developments 
which contribute much to its 
all-round successful service. 


Recent neous include a 
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G. BRILL COMPANY ffl 


PHILADELPHIA, PA. 


~G.C.KUHLmMAN Car Co. 
CLEVELAND, OnNIO, 


new type swing link at each 
corner which are easily re- 
movable when necessary and 
which assure each corner of 
the carbody being carried at 
equal height. 


Also by machining the air 
brake cylinder on the truck 


‘instead of the carbodv more 


positive brake operation is 
obtained and few parts used 
in the brake rigging. 


— WASON Y a 


SPRINGFIELD, fg hee 
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finished in plush and fabrikoid instead 
of rattan. Trolley retrievers are used 
in place of catchers, and pilots are sup- 
plied instead of the lifeguards used on 
the city cars. Detailed specifications 
of the 88 cars are given in the following 
table: 


Number of cars ordered........c.6.+%. 83 
Date order was placed........ March, 1925 
Mate ror delivery: acc. ee aes oe Summer, 1925 
Builder of car body..Standard Steel Car Co. 
Type of car, 
Low floor-multiple-unit, safety city 
Seating capacity (in train)..52 as first car 
56 as second car 


Weights: 

Car body with equipment...... 22,000 Ib. 

RE UOICS Mile rcisle ks ote wie eicveteneie tote 17,000 lb 

FROEAL ET aye ercuervatotueehtetaetts craton tei 39,000 1b 
Bolster centers, length.......... 21 ft. 8 in. 
Menge tiyovieraal vere wieieientci teeter te kee 45 ft. 0 in 
Truck: wheelbase! ie.tere ates tots: shnets ite 5 ft. 6 in 
Width overtall-eisatravcnierteteee 8 ft. 1% in, 
Height, rail to trolley base....10 ft. 10% in. 
ES OGVidih gsi ob ave. rok aiehadctene oto Sv erecta ee eieiees Steel 
Tetterior > tril saere syetesone aiilansteletevereteneiees Cherry 
leletepoh ihe ASA Ad tahloo sae Spot. Haskelite 
ROOF. Wikis Sieve kale elelautheitte, siehe te tode teat erates Monitor 
AGT AID TEIKES Mate eietereCrvatn cote teeeKeietede Westinghouse 
TRIOS Tt stercretatare tore keleieteteke ratte 4-in. forged steel 
BUMPS Wee belo soketene Hedley anti-climber 


Car signal system, 
Electric Service Supplies Company 
Gari trimmings ites ase oo eteke Statuary bronze 
Center and side bearings, ese 
P. R. Co. center, Stucki, side 
Conduits and junction boxes, 
Crouse-Hinds sheet steel 
GCG AO cOKT On Sace Westinghouse HL 
SLA at atenerohdeers Westinghouse K-1 
Curtain fixtures..Curtain Supply Company 
Gurtain material aici mercies cea Fabrikoid 
Designation signs 
Door-operating mechanism, 

National Pneumatic air engines 
MaArevbOXes wank ot et wees Cleveland No. 4 
Gears and pinions........... Nuttal, helical 
Hand brakes...Peacock, staff and staffless 
Heater equipment, 

Consolidated Car Heating Co. 


Control 
Couplers 


Headliphtsy sit ch ciscreein cponcie caters Dayton, U. S. 
JOUTNALTD ORCS. fis) eie oles» lets bereits ain Symington 
Lightning arresters ..... Westinghouse K-3 
INTOEOES oie ieteuets stete rs Four Westinghouse 514-P, 

inside hung 
ILCLISTETS Oo wielsia'e unis International Type 10 
Sanders aie aise a Nichols-Lintern, air type 
Nash fixtures) cis). atm ieraleycamede eteuelon aetene Dayton 
PAU retayateresa: soni 6 eaehales Memes Hale & Kilburn 
Seatingyimateriall: 7. - eens Rattan 
Step MVORGsy S% Siek. wis .s uA bai sie icone Feralun 
MPV OWMCTACHLCHCTSIE haleiclecs aioe ie wets atoneneyn ees Ideal 
Polley DASE e.s\eteischere ss Westinghouse 13-E 
UMA S54 Sooo yom LoUiN S How on Arch bar 
Ventiiatore) 22 sewiexcer1 Peerless and Perry 
Wie: SAG Saduapearicg co gis 26-in, diam. 


Marion & Bluffton Traction Company, 
Bluffton, Ind., will purchase two new 
interurban cars. Authority to issue 
$32,000 in notes has been asked of the 
Indiana Public Service Commission for 
this purpose. 


United Traction Company, Albany, 
N. Y., will order 42 new buses following 
the truce reached between the company 
and the city over the matter of rates 
of fare. 


Cleveland Railway, Cleveland, Ohio, 
recently placed orders for 60 buses to 
go into service on the Cleveland streets 
July 1. Thirty of the buses are of the 
six-wheel, double-deck type with a 
capacity of 62 passengers. The other 
30 are White single-deckers on Kuhl- 
man bodies with a capacity of 29 pas- 
sengers each. The double-deck buses 
are. to be used on two main lines paral- 
leling existing street car lines, one 
going east from the Public Square and 
the other west. A number of the single- 
deck buses will be used as feeders to 
the railway. 

Kansas City Railways, Kansas City, 
Mo., will open bids on May 9 on the 
three styles of bus to be used in the new 
service. The request for bids was for 
61 buses, including 40 single-deck buses, 
sixteen double-deck buses and five spe- 
cial parlor cars. 
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Track and Line 


Philadelphia, Pa.—Director Ehlers of 
the Department of Transit has awarded 
a contract to the Keystone State Con- 
struction Company for the third section 
of the Broad Street Subway between 
Stiles and Filbert Streets at its bid of 
$16,863,436 and limited the amount to 
include extra work to $17,700,000. 

Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., will soon 
start ‘reconstruction of its double-track 
line on Third Street from Chestnut 
Street to Galena Street. Completion 
of this improvement will give the com- 
pany a new concrete structure for. the 
full distance of the Third Street line, 
starting from the downtown section. 


Portland Electric Company, Portland, 
Ore., has presented a proposal to the 
Multnomah County Commissioners by 
which the company plans to spend 
$120,000 in building a double track on 
the west side of the Greeley Street cut- 
off from Killingsworth Station to Stan- 
ton Street. This new track will con- 
nect with the Mississippi Avenue line. 


Puget Sound Power & Light Com- 
pany, Chehalis, Wash., plans to build a 
spur track into the fair grounds from 
the interurban line which runs near 
by. This will provide added transporta- 
tion facilities for the Southwest Wash- 
ington Fair, held at Chehalis, Wash., 
annually. 

Seattle Municipal Railway, Seattle, 
Wash., plans to extend the 23d Avenue 
car line across the Montlake-Stadium 
bridge to the Stadium. Seattle banks re- 
cently purchased a $99,000 issue of 6 
per cent railway utility bonds paying 
par and accrued interest for this con- 
struction. 


Trade Notes 


Brinard Sales & Construction Com-, 


pany, Inc., New York City, N. Y., rail- 
road supply and equipment business, 
has been chartered at Albany with 
$10,000 capital. M. R. Briney, Brook- 
haven, L. L.; J. J. Hubbard, 55 South 
Seventh Street, Mount Vernon, N. Y., 
and Edward Shannahan, 582 Eleventh 
Street, Brookline, are the directors and 
subscribers. C. C. Cormany, 90 West 
Broadway, New York City, is attorney. 


Industrial Works, Bay City, Mich., 
has announced that Lyle Marshall, 
former manager of the service depart- 
ment and later connected with the Chi- 
cago office, has been appointed district 
sales manager with new offices at 619 
Dixie Terminal Building, Cincinnati, 
Ohio, also that+James E. Shearer, 
assistant sales manager, has moved his 
headquarters from the home office to 
the New York office, 50 Church Street. 
George T. Sinks, in charge of the New 
York district, will remain in that posi- 
tion. 

Chemical & Vacuum Machinery Com- 
pany, Buffalo, N. Y., has announced 
that H. E. Neubauer, formerly assist- 
ant chief engineer of the Buffalo Foun- 
dry & Maehine Company, later vice- 
president of O. S. Sleeper Company, 
Ine., has become associated with it as 
chief engineer. 
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Illinois Paving Brick Manufacturers 
Association Chicago, Ill, has  an- 
nounced that Lindsey E. Thompson has 
accepted a position as field engineer, 
with headquarters jin Webster City. 
Until recently Mr. Thompson was sales 
manager of the National Sewer Pipe 
Company of Webster City, Iowa. 


Gardiner & Lewis, Inc., New York, 
N. Y., has been succeeded by the Lewis 
Asphalt Engineering Corporation. The 
main offices of the concern—engineers 
and manufacturers specializing in pro- 
tection against water and corrosion— 
continues at the old address, 30 Church 
Street, New York City. The change of 
name carries with it no change in 
ownership, management or policy, nor 
in the administrative and _ technical 
personnel. The officers of the company 
are: R. W. Lewis, president and treas- 
urer; R. B. Reid, vice-president and 
general manager; J. W. Winkler, sec- 
retary. Frank Russell is sales man- 
ager at New York, C. W. Merriken at 
Chicago, and A. A. Gould at Cleveland. 


General Electric Company, Schenec- 
tady, N. Y., paid in awards $39,531 to 
3,244 employees during 1924 for sug- 
gestions which increased the efficiency 
of the company’s operations. The sug- 
gestions ranged from those covering 
safety devices for the protection of 
workers to ideas on improved methods 
of manufacturing electrical apparatus, 
and the awards ranged from $1 to 
$1,000. In 1928, $22,988 was distrib- 
uted to 1,752 employees and the high- 
est award was $500. The awards may, 
at the option of the recipient, be paid 
in 8 per cent G. E. employees’ securi- 
ties corporation bonds. 


Westinghouse Air Brak@ Company, 
Wilmerding, Pa., at the last annual 
meeting of its stockholders elected vice- 
president S. G. Down a member of the 
board of directors, filling a vacancy on 
the board created by the late Morris 
Rosenwald, Chicago. Mr. Down went 
with the company on Jan. 1, 1902, and 
the first duty assigned to him was that 
of an instructor on the instruction car. 
Since then he has advanced through the 


. various positions of air brake inspector, 


mechanical expert, district engineer, 
assistant district manager, district 
manager, president of the Westing- 
house Pacific Coast Brake Company 
and general sales manager, until he 
was elected vice-president in January, 
1928, which position he now holds. 
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General Railway Signal Company, 
Rochester, N. Y., has issued Bulletin 
No. 148, entitled “Signaling at the Age 
of Maturity,” by Sedgwick N. Wight, 
commercial engineer. The subject mat- 
ter in the bulletin was presented in the 
form of an address before the Signal 
Section of the American Railway Asso- 
ciation on March 13, 1925. Because of 
the large number of requests for copies 
of the address it is presented in bulletin 
form. 

Taylor Electric 
Troy, N. Y., has issued a small folder 
covering briefly its line of electric rail- 
way car trucks, and coil and elliptic 


springs for electric railway cars and 
buses, 


Truck Com pany, 
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New Type Link 


Brill 79- -E Truck 


For eee eter at 


cars the Brill 79-E Type truck 
has conclusively demonstrated 
that it provides the necessary 
smooth and easy riding quali- 
ties; that its popularity is due 
to the general satisfaction its 
operation affords; and that its 
design and construction em- 
bodies the latest developments 
which contribute much to its 


all-round successful service. 


Recent innovations include a 
a eae 


ass 
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new type swing link at each 
corner which are easily re- 
movable when necessary and 
which assure each corner of 
the carbody being carried at 
equal height. 


Also by machining the air 
brake cylinder on the truck 
instead of the carbody more 
positive brake operation is 
obtained and few parts used 
in the brake rigging. 


G. BRILL COMPANY fl 
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G. c. KUHLMAN Car Co. 
CLEVELA 
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Atlanta insists on 
Gas-Electric Buses 


Nothing but gas-electric drive—says 
the Atlanta Motor Coach Company, 
owned and operated by the Georgia 
Railway & Power Company. 


The 15 gas-electric buses recently 
ordered by this company will be 
double-deck, 64-passenger vehicles 
equipped with General Electric two- 
motor drive. 


PNUAQU UAE ATHENA 
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GENERAL ELECTRIC CO., SCHENECTADY, N, Y., SALES OFFICES IN ALL LARGE CITIES 


